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Trick Fiow GenX® 255 square port cyiinder heads can 
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^ In what now feels like another 
lifetime, I was the editor of a print 
magazine. That print magazine also 
had a website. As social media 
became relevant to businesses, so, too, did the 
magazine have social media accounts. It soon 
became apparent that these online properties 
were crucial to the survival of the magazine, 
rather than just a means of growth, and the 
magazine evolved. Today, the concept of a 
magazine has expanded to the point where 
even content-producing websites are calling 
themselves magazines. Right or wrong, these 
websites can be a relevant source of entertain- 
ment and information for enthusiasts just like 
the magazines you’ve come to know and love. 
And, for the most part, print magazines are 
dead as we once knew them and have been 
for some time. It’s really just one giant mash-up 
of entities competing for your attention. 

“Print is dead” has become the cliched 
mantra of every second-rate hack that calls 
themselves a blogger or the CEO of a web- 
site with a staff of one. This phrase is used as 
propaganda to convince you that any brands 
that produce print magazines are not rele- 
vant. However, nothing could be further from 
the truth. What they are not telling you about 
is something called brand equity. It’s the brand 
recognition and reputation that has been built 
up over years (nearly 40 in our case). Anyone 
that has started a business from the ground 
up knows what an uphill battle it can be to get 
going. Now, imagine that you have two sets 
of customers that want entirely different and 
(sometimes) conflicting things. If you’ve been 
in the industry just a year, chances are you’ve 
made enough contacts to drum up a few 
advertisers. But without a significant marketing 
budget, how are you going to attract people to 
visit the website? How are you going to com- 
pete with the millions of page views that your 
competitors are getting? You’ve promised your 
advertisers that you’ll generate traffic to their 
site (and sales), but what happens if you aren’t 
living up to the promise? 

I have plenty of respect for start-up web- 
sites that emerge successful in this landscape, 
and typically those aren’t the ones throwing 
stones. The successful know just how difficult 
it can be, and as the result they define suc- 
cess a little bit differently. You can make up a 
bunch of hats with your logo on it, but it takes 


a lot more to be finan- 
cially viable. Behind the 
spin and guerilla market' 
ing, many of these sites 
are just citizen journal- 
ists desperately trying 
to convince you oth- 
erwise. They want so 
bad to belong, but 
they didn’t earn it. 

They didn’t put in that 
sweat equity that your 
parents taught you about. A ccupla of 
snarky blogs does not a journalist make. And, 
sadly, in recent times, real journalists have felt 
the need to compete with them. In the pro- 
cess everyone loses. Real journalism doesn’t 
have to be immediate. But it does have to be 
thorough and responsible. It has to stand for 
something. That’s what inspires trust. That’s 
what’s relevant. 

It really is hard to say where this is all going, 
but one thing I can tell you definitively is that 
print is not dead (heck, radio isn’t even dead). 

If you are reading this, then you, or the poor 
schmuck you stole this from, paid $7 to do 
so. How much did you pay for the last web 
story you read? Unless it was from the Wall 
Street Journal, chances are it was zero. Have 
you also noticed that the few brands that have 
managed to use a paywall on their website 
started or are mainly print publications? Peo- 
ple will still pay a premium for print. People will 
pay a premium for the brand equity that has 
been built over decades. And these new start- 
up websites that are saying print is dead? 
Pretty much none of them have successfully 
used a paywall on any meaningful scale, which 
means they rely entirely on banner ads for rev- 
enue - competing with Google and dozens of 
other very popular platforms with higher con- 
version rates. Meanwhile they are battling with 
much older websites with more content and 
higher SEO ranking for traffic (like, say 30+ 
year old print magazines). 

Thirty years from now print media could 
very well be a thing of the past, when the Mil- 
lennials and Generation Z are the prime con- 
sumer - groups that had access to the Inter- 
net the entirety of their lives. But that certainly 
doesn’t mean that Vette won’t still be dish- 
ing up daily content across all of your digital 
platforms. There’s something to be said for a 



brand that con- 
hnues to live on 
arriidvSt several 
economic disas- 
ters, changing 
revenue streams, 
and disruptive 
technology. That 
is the great thing 
about brands. They 
are fluid, adaptable 
and can completely 
rainvent themselves to 
stay relevant without 

losing its essential core values that made it so 
special in the first place, vette 
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DREW HARDIN WORDS 
PETERSEN ARCHIVES PHOTOS 


“FLAGS NOT STOCK! 


T he Petersen Publishing photo archive is a won- 
derful but, at the same time, strange and myste- 
rious place. Filled with literally millions of images 
dating back to the mid 1 950s, it’s a treasure 
trove that isn’t always willing to give up its secrets easily. 

Take this nicely composed and well lit photo of a C1 
Vette being hustled through a corner. We found this 8x10 
black-and-white print in a stack of untiled photos. There 
are a lot of those stacks in the room that houses the 
archive. Often they hold the most interesting photos, but 
since they’re just tossed in a box or on a pile randomly, it 
can be difficult to figure out their source— which photog- 
rapher shot them, for which magazine, and what exactly 
is going on in the photo. 

If we’re lucky, there’s some sort of note scribbled on 
the back of the print identifying the year and make of the 
car. When we get really lucky the print has an art direc- 
tor’s writing on it identifying not only the magazine but 
which issue, maybe even the page number it appeared 
on. In this case, the handwriting on the back of the photo 
identified this as a 1 956 Corvette. However, in two places 
on the front of the photo, written in ink, is the warning 
“Flags Not Stock!” 

The ’56 model incorporated the Vette’s first styling 
update, a stem-to-stern revamp that reshaped the car’s 
nose and tail and sculpted the iconic front fender and 
door coves. For ’56 those coves were empty; the follow- 
ing year saw the introduction of the crossed-flags and 
“Fuel Injection” badges for those cars that received the 
then-new induction option. 

So could this photo be of a ’57 Vette with a wrong 
model year written on the back? Possibly. From an exte- 
rior styling standpoint the two models are virtually iden- 
tical. But whoever wrote the note about the flags didn’t 
simply change a model year written on the back of the 
photo, as if it were in error. He (or she) instead notified 
future users of the picture that this car does not represent 
a bone-stock 1956 model. 

When we look at the print closely, the crossed flags in 
the cove look like a flat decal, not an emblem rendered in 
three dimensions. And there is no Fuel Injection badging. 
So it’s very possible that some staffer nearly 60 years ago 
borrowed a Vette from a friend, a dealer, or some other 
party, and the car had been ever so slightly modified with 
the cove decal. Then again, once you open the door to 
this being a privately owned car (and back then, edi- 
tors often did just that for road tests), who knows what 
else might have been done to this particular Vette? We 
haven’t been able to find a corresponding road test of the 
car in Motor Trend or Hot Rod, so we can’t yet say. Until 
we do, this will remain another of the photo archives’ 
closely held secrets, vette 
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INFORM A TION HIGHWA Y 

FINDING RECALLS AND TECHNICAL SERVICE BULLETINS FOR YOUR VEHICLE 


Q m I am new to the Corvette world 
•and the proud owner of a new 
Corvette Stingray. I have a quick ques- 
tion for you guys. A friend of mine who 
has a new Stingray told me his car was 
involved in a recall for an airbag issue. 
The local dealer told me my vehicle was 
not affected without even running my VI N 
number. Is there any way I can check with 
Chevrolet to verify there is not a problem 
with my car? Thanks. 

Allen 


A m Allen, it is possible your vehicle was 
• not part of this recall campaign. Since 
you are the original owner of your vehicle, 
Chevrolet would normally notify its custom- 
ers of affected recalls in writing within 60 days 
after a recall announcement. 

Recalls are issued by Vehicle Identification 
Number (VIN) and may not apply to every vehi- 
cle manufactured within a model year. There 
are multiple factors that determine if a VIN will 
be included in a given recall. For example, your 
vehicle could have been manufactured at a dif- 
ferent time, or using different parts than those 
involved in the recalls. 

There are several ways to track information 
for your vehicle, including recalls and Techni- 
cal Service Bulletins (TSB). Here are a couple 
of links that will enable you to check on any 
applicable recalls and TSBs directly from GM 
or the National Highway Traffic Safety Adminis- 
tration (NHTSA). 

1 ) The GM site provides information on 
recalls announced on or after August 20, 

1999. This information is available for vehicles 
in which repairs have not been completed. To 
check for recalls on your GM vehicle you will 
need to enter your Vehicle Identification Num- 
ber. Any recall repairs that have not been com- 
pleted on your vehicle will be displayed. 
https://recalls.gm.eom/#/ 

2 ) To use the National Highway Traf- 
fic Safety Administration site you will need 
to input the vehicle year, manufacturer, and 


model and then it will bring up all of the 
recalls and service bulletins it has records 
of for that model. 

http://www-odi.nhtsa.dot.gov/owners/ 

SearchSafetylssues 

Chevrolet has a great website for its own- 
ers where you can create an account for all of 
your GM vehicles and track recalls, TSBs, and 
repairs performed on your vehicles. By setting 
up an Owner Center account you’ll be able to 
manage all your GM vehicles in one place as 
well as log in to OnStar.com. 

Go to www.chevrolet.com, click on “Own- 
ers” at the top of the page, then “Owner Cen- 
ter” on the left, enter a few simple fields and 
you have created your own Chevrolet garage. 

Allen, I have set up all of my Chevrolet 
vehicles in the Chevrolet garage to keep up 
to date with what is going on with my vehicles. 


I think this is one of the best ways to track 
and keep up to date with what is going on 
with your vehicle. I hope you enjoy that 
new Stingray, what a GREAT vehicle - a 
true supercar. 


OUESTIONS? 

Got a question for our Tech Corner expert? 
Just jot it down on a paper towel or a lightly 
soiled shop rag and send it to us at VETTE 
Magazine, Attn: Technically Speaking, 1821 
E. Dyer Rd., Suite 150, Santa Ana, CA 
92705. Alternatively, you can submit your 
question via the Web, by emailing it to vette@ 
enthusiastnetwork.com. Be sure to put 
“Technically Speaking” in the subject line. 
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ULTRA-RARE 

KACER 

UNTOLD STORIES ABOUT ONE OF THE MOST ILLUSTRIOUS 
OORVETTES EVER - THE ’63 GRAND SPORT 



STEVE TEMPLE WORDS I photos 


o recounting of the Corvette’s 
early glory days would be com- 
plete without including the 1963 
Corvette Grand Sport. Invariably 
on the short list of the most valu- 
able and significant Corvettes 
ever built, the Grand Sport’s story is equal 
parts technical excellence and colorful rac- 
ing lore. While those aspects have been cov- 
ered in many books and articles, what they 
lack (and what we’ll share here as an exclusive 
to Vette readers) are some insider comments 
from a famous competitor, along with some 


firsthand driving experiences from the owner of 
Grand Sport #003. 

First, though, we need to set the stage for 
those who might not be familiar with the ori- 
gin and development of the Grand Sport. 
Although 125 were initially planned, only five 
were ever built (with unsubstantiated rumors of 
a sixth that was supposedly destroyed at GM 
in the mid-’60s, but that’s a tale for another 
day). Known simply as The Lightweight, the 
Grand Sports were created to win FIA endur- 
ance races, including the 24 Hours of Le 
Mans, despite GM’s ban on racing. (Without 


elaborating on that subject, what basically 
hobbled its competition programs was likely a 
fear of possible federal antitrust action against 
The General’s market dominance. And the 
risks of racing and the attention it drew far out- 
weighed any potential rewards.) 

Evading this corporate dictum from upper 
management. Corvette Chief Engineer Zora 
Arkus-Duntov obtained some unofficial assis- 
tance from Chevrolet’s General Manager 
Semon “Bunkie” Knudsen in 1962, who pro- 
vided a black-ops budget and a secret skunk- 
works. Duntov was a master at weaving 
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around corporate constrictions to keep Cor- 
vette racing alive by creating high-performance 
chassis upgrades for private teams, while pro- 
viding clandestine technical assistance. Of 
course, GM’s conservative execs in skinny 
black ties were hardly pleased by his non-con- 
formist attitude, but Corvette performance 
enthusiasts remain forever in his debt. 

Duntov wanted the Grand Sports to face 
off against the seemingly unstoppable Shelby 
Cobras, among other GT-class cars and racing 
prototypes. That actually happened for a brief, 
shining moment at Nassau Speed Week 1963. 
Three coupes were sent there to prove that 
Carroll Shelby’s Cobras were not invincible. 
Which they did— decisively. The Ferraris com- 
peting there went home embarrassed as well. 

Even though the Grand Sports stomped 
on some unsuspecting snakes, that domina- 
tion proved to be short lived, as GM yet again 
put the kibosh on racing, and yet again Dun- 
tov had to finagle a way to get them back on 
the track and into the itchy palms of privateers. 

Carroll Shelby was greatly relieved by the 
absence of official GM sponsorship, as he 
once noted that due to corporate interference, 
Duntov “accomplished only 25 percent of what 
he was capable of.” 

On a personal note, during my employ- 
ment at Shelby American as Director of Mar- 
keting, Shelby once privately mentioned to me 
that if GM hadn’t pulled the plug on racing, 
his Cobras wouldn’t have been nearly as suc- 
cessful-high praise indeed for a serious rival. 



In an uncharacteristic moment, commenting 
on his much-vaunted Cobra encounter with 
Duntov’s design, he stated simply, “We were 
outgunned.” 

It was an unprecedented admission from 
the man who made his bones on the Cobra. 
He not only acknowledged that the Grand 
Sports had more power and better brakes, but 
also its tube frame was far more rigid than the 
289 Cobra’s bendy ladder frame. Wincing over 
one of few defeats in his storied racing career, 
Shelby added that, “The only way the Cobra 
could stick on the road courses was by using 
Goodyear’s extra-soft compound racing tires.” 

Getting back to the nitty-gritty details of 
the Grand Sport, each of these Cobra-skin- 
ners boasted as much as 550 horses from an 


aluminum 377ci SBC and weighed in at 1 ,800 
pounds or so (about a half-ton lighter than a 
stock Stingray coupe), thanks to thinner fiber- 
glass body panels, handcrafted aluminum 
components, and a super-light tubular frame. 
Such a radically skewed power-to- weight ratio 
was a proven formula that Duntov would draw 
from in his later designs. 

Interestingly enough, today’s C7 Stingray 
echoes some design aspects of the Grand 
Sport, not only in the hard-edged styling and 
tapered roof line, but also in the airflow man- 
agement and emphasis on weight savings. 
Note the hood extractor and ducting in the 
rear quarters on both cars. 

No surprise, then, that such a successful 
and influential design as the Grand Sport— and 
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#003 in particular, which was extensively raced 
with #004— is undeniably the crown jewel of 
Larry Bowman’s substantial collection of orig- 
inal Cobras and Corvettes. We met up with 
him during a test-and-tune day at Sonoma 
Raceway prior to a Corvette-themed event, 
where he also brought out another ultra-rare 
racer: the V.V. Cooke ’69 L88 Corvette (which 
served as an interesting comparison, and we 
hope to feature it as well). 

Piloted by Allan Barker, the L88 racer won 
a phenomenal string of 26 races, including the 
National B-Production Championships in 1971 
and 1972. In 1973, the car was sold to Bill 
Jobe, who continued the string of wins, clinch- 
ing two more SCCA B-Production Champi- 
onship titles in 1973 and 1974. Getting back 
to the Grand Sport, Bowman acquired it from 
Tom Armstrong in 2004, “Who drove the s — 
out of it,” he points out. “The star on the car 
[at the base of the windshield] is for his son 
who was killed in an accident.” (Not involving 
the Grand Sport.) 

After several years of owning the Grand 
Sport, Bowman is blunt about his relationship 
with the car: “It’s kinda acrimonious, like dat- 
ing a crazy supermodel,” he says with an odd, 
faraway stare. “You love her, then you hate 
her, then you love her.” Why so? 

“She’ll bite you in the ass,” he explains. It 
seems confusing to him how such a power- 
ful and legendary car could nearly ruin you, 
yet feel so good at the same time. When driv- 
ing it hard (as he’s not timid about taking such 
a rare collectible to the track or even on the 
street to cruise-ins), he reports that the GS lifts 


its nose upon acceleration and suffers from 
bumpsteer when braking into a corner. 

Not only that, “The rear end kicks out when 
you lift the throttle,” he adds. Then there’s an 
annoying flat spot in the powerband from the 
Webers. “It’s a real handful,” he sums up. “This 
car makes you really appreciate A.J. Foyt.” 
(Foyt shared GS driving duties with John Can- 
non at the 1964 Sebring 12 Hour event.) 

Not everyone is quite so critical of the car’s 
cornering characteristics. A pro driver named 
Johannes (who didn’t share his last name dur- 
ing our outing) was a bit more generous with 
his praise. After watching him rip through sev- 
eral hot laps on the track, I asked him how 
it handled. “It feels good out there,” he com- 
mented, yet with the following curious qualifi- 
cation: “The rear wheels work independently.” 


From each other or from front to rear? 
“Both,” Bowman interjected succinctly. To 
correct this unpredictable rear steering, he 
installed a new rear spring pack and end fit- 
tings, but to no avail. Even so, Johannes 
feels the GS is actually easier to handle than 
the later-model #80 V.V. Cooke L88 Cor- 
vette. “It needs bigger rims. I had to brace 
myself on the carousel.” 

Looking back on their short life span, 
when the Grand Sports competed on 
prestigious road courses, manned by a 
litany of legendary drivers, they emphatically 
demonstrated the heavy-hitting capabilities 
of The Lightweight’s design. Its impact is 
undeniable and enduring, as this ultra-rare 
racer still resonates with today’s Corvette 
owners, vette 








t was a typical Saturday 
for the young car aficio- 
nado Mike Walsh. The 
1 8-year-old was speed- 
ily on his way to work 
at Newton Speed Cen- 
ter (NSC), a top-notch per- 
formance center and a Jer- 
sey hot rodder’s hangout 
supreme. His mode of trans- 
portation this day; his ’62 Cor- 
vette ... a car which he had 
saved two years earlier from 
a swampy grave in nearby 
Pennsylvania. Life was going 
great for Mike, having both a 
job that he loved and a sweet 
ride to get him quickly from 
point A to point B. 

Well, things could have 
been better. After only a few 
short months on the road, 

Mike had packed his glovebox 
with enough speeding tickets 
to choke a Clydesdale . . . and 
that’s something that would 
give the state of New Jersey 
good measure to remove his 
driving privileges. Yeah, Mike 
had a lead foot, and there 


was no denying that the boy 
just loved to drive his Corvette 
fast. Needless to say, the local 
cops knew who Mike was, 
and were well aware of his 
standing within the State. 

That day on his way to 
NSC, Mike crested a knoll on 
a rural two-lane county road 
and spotted his buddy com- 
ing toward him in his Chevy 
pickup. He noticed Mike, too. 
Mike jumped on the small- 
block, and his buddy did the 
same. As they drew close, 
they both decided to switch 
lanes, with each vehicle driving 
on the wrong side of the road. 
The boys cheered as they flow 
by each other on their right 


sides at speeds somewhere 
around the three-digit mark, a 
stunt that can make your heart 
stop ticking just thinking about 
it. However, if that wasn’t 
enough to get your blood 
pressure up, Mike soon real- 
ized that a New Jersey trooper 
was just ahead, keeping tabs 
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on the speedy truck driven by his buddy. 

The trooper passed Mike and immediately 
spun around, flipped on the lights, and gave 
chase. Mike knew he could stay and lose 
his license right there, or make a break for it 
and have a chance to drive tomorrow. Mike’s 
right foot made that decision without hesita- 
tion, and the 350 screamed under the strain of 
its throttle cable. Mike flew ahead out of sight 
and then turned off on a rural road. Thinking 
he might not outrun the black and white, he 
ducked between a corn silo and a barn and 
waited it out. 

Mike got to work that day and immediately 
parked the gold Corvette behind the shop. The 
decision was made then and there to side- 
line the car at this point. It was just too risky to 
take it out while the cops were looking for him. 
There, Mike disabled his ride, tore down the 
car, and over the next six months stripped the 
paint. He took off the aluminum slots, added 
a new coat of Honduras Maroon skin to the 
flanks, and added a fresh set of Cragar mags 
to all four corners. 

After a half year of lying dormant, Mike felt it 
was safe to get the newly transformed car out 
on the road. That first time out, Mike hit the 



road carefully, driving like a saint on the local 
byways. Well, it didn’t last long for the newly 
reformed, well-mannered driver, as he was 
pulled over after just three miles. The law had 
kept their eye on the shop. They knew. You 
stick out like a sore thumb in rural Jersey when 
you’re young and have a hot car. Mike learned 
that the hard way! 

Mike Walsh was born into the Corvette fam- 
ily. His father, Don, had a repair shop in Brook- 
lyn, New York, and was one of the founding 
members of the Brooklyn Hot Rod Associa- 
tion. Don’s club, the Road Gents, was one of 
a dozen or so clubs that joined forces under 


the banner of the BHRA. Don had a sweet ’59 
Vette back in those days, and young Mike was 
just blown away by the cool hot rodded first- 
gens that his dad and his buddies drove. 

As Mike got older, his love of Corvettes 
grew. By now, the family was living in Bergen - 
field. New Jersey, which interestingly enough 
turned out to have its own thriving hot rod and 
Corvette scene. Jake Breeder and his killer ’62 
Quicksilver (which has twice graced the pages 
of this magazine) and his brother David’s ’62 
were top Vettes from the town, and regularly 
cruised the suburban main streets of the small 
New York City suburb. 

By the time he was 16, Mike was ready to 
get his own car, even though he still wasn’t old 
enough to drive in his home state. When his 
parents divorced years earlier, his mom stayed 
out in rural Sussex, New Jersey, where they 
all lived temporarily as a family. It’s out there in 
the “sticks” where Mike would initially lay eyes 
on his first Corvette. “My buddy Willy actually 
spotted the Corvette first, and bought it. But 
when a nicer one came up for sale, he gave 
me the option of buying it ... I jumped on the 
deal,” states Mike. 

Well, it was far from a cream puff. The ’62 





had been parked outside in a muddy swamp, 
and all but forgotten for the last decade. The 
car started life as a rare, factory black hardtop 
only car, stuffed with the potent 327ci/340hp 
engine with a four-speed setup hooked to it. 
Legend has it that the car was bought to road 
race, and when the owner was called for duty 
overseas in Vietnam, courtesy of Uncle Sam; 
the owner parked it. Supposedly, the soldier’s 
brother took the small-block and trans for him- 
self and left the carcass. 

When Mike got to the car, it was in a sad 
state. The earth was slowly reclaiming the 
undercarriage, and the body was picked over 
and disassembled. But there was enough to 
work with. He and his buddies pulled the ’62 
out of its muddy resting spot and trailered it 
back to Bergenfield. 

Over the next two years, Mike worked on 
his crusty ride. He found a used 350 and put 
that in for its new power source. It was noth- 
ing special, and was pretty much at the end 
of its useful life. For parts, Mike found that he 
could reuse parts that he claimed while help- 
ing fix Corvettes for the NGCA (Natural Glass 
Corvette Association) out of nearby Denville. 
These discarded parts were still good enough 



for Mike’s car, and saved him a lot of money in 
the long run. 

For styling cues, Mike would not have to 
look further than what was already out there 
in the early ’80s. Instead of painting the car its 
original black, Mike went for a blinding gold 
tint, all the rage back then. And for rims, pol- 
ished Ansen slots were the wheels of choice. 
Mike kept the interior stock, and since there 
was no convertible top with the car, the hard- 
top stayed on it from the start. 

As Mike built the car, he couldn’t help taking 
the car out on occasion. He remembers vividly 
driving the car on the rural backroads before 


the car was finished . . . and without a brak- 
ing system! Yes, no master cylinder, no shoes, 
nada. Mike downshifted to bring the car down 
to a creep. 

He decided not to waste money on a daily 
beater when he turned 17; the legal age to 
drive in Jersey. Instead, he saved his money 
and put it all into the Corvette. By the time he 
was 18, the car was on the road. The old 350 
was on its last legs, but now, since he was 
working at NSC, he had access to parts and 
knowledgeable hot rodders. Mike soon built 
up a stout 350 for the car, and dumped a 3.70 
posi out back. It transformed the Vette into a 
totally different ride. It was a beast out on the 
streets, and Mike, well, he was this beast’s 
master. 

So after his run-in with the local cops, troop- 
ers, and the state’s Motor Vehicle Division, Mike 
made right and got his license back. I can’t say 
that Mike learned much from that experience, 
as his driving techniques didn’t change much 
over the next years. But he did get wiser. Mike 
says that the car just begged him to drive it 
hard, and he did. Every day. 

The ’62 Corvette was his daily driver for the 
next 10 years. Rain, sleet, snow, hail; didn’t 
matter. Mike was on the road and in the Cor- 
vette. However, soon, a truck would come into 
his possession and was a welcome alternate 
driver during the bad weather that Jersey can 
experience. And of course, Mike couldn’t pass 
up other Corvettes for sale. He started buying, 
selling, trading, and keeping a small arsenal of 
Gen 1 and 2 cars. 

Mike decided his passion for Corvettes was 
going to be his livelihood. So he opened the 
Early Vette Shop in Shohola, Pennsylvania, a 
restoration shop that specializes in 1953-’82 
Corvettes. Mike’s knowledge of Chevy’s sports 
car is only eclipsed by his passion for bringing 
these cars back to their former glory. 

In 2002, Mike decided that his first Corvette 
needed a makeover. So the car was disman- 
tled, and over the next four years it was slowly 
brought back to its former glory. Mike stripped 
the car to the ’glass and laid on a new coat 
of Honduras Maroon, a color that had really 
grown on him over the years. All the essentials 
were gone through. Mike decided to keep the 
drum brakes on all four corners. A 4.1 1 factory 
rear was added out back. 

For motivation, Jeff Saaf from Saaf Rac- 
ing Engines out of Lackawaxen, Pennsylvania, 
built up a strong roller engine. The small-block 
has heavily massaged Vortech heads and 
an Edelbrock Performer PPM Air-Gap intake 
topped with a Holley 670 Street Avenger car- 
buretor as its primary add-ons. Mike loved the 
sound of original small-block exhaust mani- 
folds, so the headers were removed in favor 
of these. A stock exhaust leads the gasses 
out back. 

A Muncie four-speed with a Centerforce 
clutch does the shifting, and an MSD igni- 
tion produces the spark. The interior is stock. 
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minus the big Hurst shifter. Wheels of choice; 
the car rides on the set of Cragars he put on it 
back in 1981 . Mike maintained the wheels over 
the years, constantly cleaning off the harsh 
road chemicals that the Northeast is famous 
for. The 1 5x7 wheels up front and 1 5x8 out 
back are shod with BFGoodrich Radial T/As. 

Mike drives the Corvette whenever he needs 
to connect with his inner youth, which is often, 
as he’s logged over 100,000 miles in the ’62 
Corvette. When he slides behind the wheel 
and straps in, this Vette transfers him to a 
great time in his life ... though the local guys in 
blue are happy to see he has other tamer rides 
in his collection now. But he says these early 
’glass-bodied Chevys will always be his favor- 
ite. The nine Corvettes in his collection lead 
me to believe that Mike’s word is the 
honest truth, vette 
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ROAD OR TRACK, MAXIMUM VEHICLE 
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X Motorsports in Cincinnati, Ohio. “I had not 
planned on keeping it long since I had a Z06 
allocation secured; however, the further I went 
with the project, the more attached to the car 
I became. I already have a couple of super- 
charged cars, so I wanted to do something 


|o the engineers and powers that 
be at Chevrolet, the 2015 Corvette 
ZOO is the end-all, be-all Corvette. 
But, let’s just say their standards 
are a bit different than ours. They 
are concerned with fuel economy. 


block-type cubes and a healthy chop at idle. 
Combine that with the cutting-edge Gen V V-8 
engine and the C7’s exotic lines, and you can 
certainly get our blood pumping. 

“When I purchased this Z51 2LT Corvette at 
the end of 2013 from Rick Conti at Coughlin 


emissions, performance benchmarks, sales, 
and things that will make a profitable product 
in their lineup. But as enthusiasts with no such 
concerns, we just want the most badass ride 
we can dream up. For many, that includes big- 


Chevrolet, I had already been working on the 
design for our carbon-fiber aero kit and had a 
modest list of mods that I wanted to do to the 
new direct injection Corvette — mostly bolt-on 
stuff,” said Ben Herndon, co-owner of Weapon 


different. As the rumors floated around that the 
Z06 would be supercharged, I decided to keep 
the big-block alive and push forward with the 
engine Chevy wanted to make but apparently 
couldn’t due to the 2016 CAFE standards.” 
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IMPROViMENTS 


WEAPON X MOTORSPORTS 
AIMS HIGH WITH A SPRAYED 
- 427CrC7 STINGRAY 

SCOTT PARKER WORDS 
— OSVALDO J. SANTIAGO PHOTOS 




Ben and partner Blake Leonard went to 
work stripping the 1 ,500-mile Stingray. The 
block was sent off to five-time Engine Mas- 
ters champ Tony Bischoff at BES Racing 
Engines for one of the first re-sleeved Gen V 
LT1s. Like its predecessor, the LT1 accepted 
Darton sleeves with a 4.125-inch bore. Cus- 
tom Wiseco pistons were to be slung by a 
Callies Magnum crank and Ultra rods. Brian 
Tooley (BTR) spec’d a healthy 238/258 dura- 
tion nitrous cam with 0.650/0.630-inch lift and 


an overdrive fuel pump lobe, capable of sup- 
porting the added volume for E85 fuel. COMP 
Cams ground the cam as well as supplied the 
Phaser limiter and upgraded fuel pump spring. 
Landspeed Development was in charge of 
CNC port work and hand-finishing of the LT1 
heads, along with up-fitting Ferrea 2.25-inch 
intake and Manley 1 .65-inch exhaust valves. 
These heads flow an astounding 405 cfm. 
Landspeed even ported the factory intake 
manifold for an additional 30 rwhp from the 


high-rewing, 13:1 -compression LT1. The val- 
vetrain was finished off with BTR valvesprings 
and a COMP Cams trunnion upgrade, needed 
for the big cam. 

To complete the engine. Weapon X started 
with a Nitrous Express direct-port system. 
The single-stage “wet” kit currently puts out 
around 300 hp using .031 nitrous jets. A 
stand-alone fuel system, for nitrous enrich- 
ment, and dual carbon bottles reside in 
the hatch area. The NX Max4 progressive 
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■■ I was torn and blue won. Luckily, I’d always been a fan of 
the deep Admiral Blue color of the C4 Corvettes, so Moosely , 
based it around that color, deepening it and adding a little purple 



controller commands the solenoids. With the 
engine dropped back on the cradle. Weapon 
X ported the stock throttle body and bolted 
up American Racing 2-inch headers. When 
returned to its rightful place, a Billy Boat 
Fusion 3-inch exhaust and a Halltech CKN 
carbon-fiber 100mm cold-air intake would 
help the 427ci LT1 breathe while resisting 


heat-soak. A 1 60-degree thermostat from 
LMR and a DeWitts radiator also aid the LT1 ’s 
cooling needs. “We’ve had to do some heat 
shielding on the Halltech intake because the 
new-generation Corvettes are tilted forward 
so the hot air is blowing right on the intake 
tube, versus previous years of the intake 
remaining cool out front and the bridge going 


over the radiator. We also did some custom 
ducting from the former brake duct inlet to 
channel fresh air into the intake.” 

To finish off the powertrain upgrades. 
Weapon X commissioned Circle D to build the 
6L80E trans and purchased a Yank 3,500-stall 
single-disc billet converter. Gforce Engineer- 
ing supplied Stage 5 chromoly axles and Pre- 
cision Shaft Technologies was sourced for a 
4-inch aluminum driveshaft. On either end is a 
JW flexplate and the stock Z51 electronic diff. 
A Setrab dual fan cooler and OEM Z06 rear 
quarter cooler provide relief. Two-piece brake 
rotors from Racing Brake are used to reduce 
rotating mass. 

Guru James Short of ShorTuning used 
HP Tuners software to create a base tune in 
the factory E92 engine controller. While he 
had certainly tuned a few C7s by that time, 
nothing quite this radical even existed. Any- 
where. Between the big cam, big cubes, and 
big stall, it took a steep learning curve and 
plenty of tweaking to get the C7 dialed in. 

Ben and Tracey Scott of Cincy Speed have 
since assumed the laptop. On engine it made 
just shy of 600 rwhp, but during initial test- 
ing it was making only 775 hp and 767 Ib-ft of 
torque with nitrous. This was good enough to 
run 10.0 at 141 mph. With the larger jets and 
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more tuning, it now makes 884 hp and Ben is 
anxious to get back to the track. 

With 9-second times on the horizon, it 
should come as no surprise that Ben added 
a four-point rollbar from RPM Roll Bars. The 
interior is otherwise mostly stock, aside from 
Lloyd custom Corvette Racing floor mats. 

The exterior, on the other hand, is far from 
stock. The original Blade Silver coated body 
panels are a distant memory, as the Weapon 
X widebody kit was treated to PPG Midnight 
Blue Pearl. 

“While the car was down over the winter, 

I dropped it off with Spade Kreations and 
discussed what I was after. Rick and his team 
literally stripped the car down to its shell and 
went to town turning the entire car around in 
just a couple of weeks so they could take it 
to Cavalcade of Customs. I was just going to 
have the parts shot in OEM Blade Silver, but 
Rick suggested we may as well do a cus- 
tom color, too. I put the color choice up on 
Weapon X Motorsports’ Facebook page and 
let the followers decide between blue and 
orange,” Ben said. “I was torn and blue won. 
Luckily, I’d always been a fan of the deep 
Admiral Blue color of the C4 Corvettes, so I 
loosely based it around that color, deepening it 
and adding a little purple.” 
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The freshly painted and clear- wrapped wide- 
body kit was joined by a carbon-fiber Weapon/ 
hood, spoiler, splitter, and rocker blades 
installed prior to the makeover. “Our Weapon 
X Motorsports carbon-fiber really set the Blade 
Silver paint off and we unveiled our American- 
made carbon-fiber WEAPON/ splitter, rocker 
blade, diffuser, spoiler, and hood package at 
the 2014 National Oorvette Museum Bash, 
where Tadge himself voted the car his celeb- 
rity pick for the car show winner. He loved the 
wheels, which at the time were the PUR LX12 
three-piece wheels,” said Herndon. 

Since then Ben went to great lengths to 
create an even more unique set of wheels. “I 
reached out to PUR Wheels and explained I 
wanted them to make a two-piece wheel for 
me to get the outer look of the monoblock, but 
the centered register of a three-piece wheel. 
They had never done this before, but they did 
it and the result was the PUR RS05.MV2 with 
a Gloss Black Diamond outer and Chrome 
Bronze inner in sizes 20x10 and 21x12.5 with 
Pirelli P ZERO NERO 295/25R20 and a whop- 
ping 3/5/20R21 . The concavity on them really 
sets the car off.” 

Any 0/, let alone one with such exquisite 
one-off wheels, a widebody kit, and the full 
carbon treatment, is inextricably exotic. Yet, as 
this genre has moved towards boosted small- 
displacement engines (even within the Cor- 
vette family), having a big-cube Corvette with 
nitrous and a big thumping cam is incredibly 
refreshing. What’s old is new again. “The ZOO 
is an amazing car; however, the C/ 42/ is truly 
a unicorn.” vette 
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Only 771 of these original Corvettes® were ever built! 



How to Burn It Up 
Without Breaking a Sweat 


The 196s Stingray™ was the last of the mechanically fuel-injected Corvettes®... a true sports car! 


I t was a watershed year for car collectors. 

1965 marked the last year that the 
Corvette® was equipped with Rochester 
Ramjet mechanical fuel injection that 
gave its 327 cubic inch small block a 
whopping 375 horsepower! What a 
beast... and what a beauty! 

Fuel injected engines didn’t reemerge until 
1982, making this 1965 ‘Vette “fuelie” a 
coveted prize for collectors. At auction, 
these gems are going for around $135,000. 

Along with monster torque, the all-American 
good looks of the 1965 Stingray™ helped 
burn the Corvette® nameplate deep into the 
fiber of sports car culture. A formable 
fusion of angles and swoops, it’s accented by bulging fenders 
and a full-length dorsal “spine” ending in its signature 
“boattail” canopy. The ‘65 Stingray™ was without a doubt one 
of the most stunning pieces of master craftsmanship in U.S. 
automotive history. 

With only 771 of these fuel-injected Vette’s made, you may 
not be able to get behind the wheel of one, but you can park 
a stunning replica of this rare road rocket on your desktop. 


Own a piece of rare muscle car history for just 
$ 99 . No oil leaks, no dry rot — just one heck 
of a rare deal! 

Your satisfaction is 100% guaranteed. 

Test drive the 1965 Corvette® Stingray™ 
die-cast replica for 60 days. If for any 
reason you’re not completely revved up, 
simply return it to us for a full refund of 
your purchase price. But we’re sure that 
once you park this rock star on your desk 
you’ll be sold. 

Comes factory sealed in its original packaging 
in order to retain its status as a highly 
collectible item. 

1965 Corvette® Stingray™ $1 4 9 ! 

Offer Code Price $99 + S&P Save $50 

1-800-333-2045 

Your Insider Offer Code: CCD110-01 

You must use this insider offer code to get our special price. 

f Special price only for customers using the offer code versus the price on 
Stauer.com without your offer code. 



Pop the Hood 

Die-cast metal body features doors, hood 
and trunk that open, steerable wheels 
that roll, and four wheel suspension. 

In authentic paint color Nassau Blue 


Go from zero to 60 in wow! Our 1:18 scale die-cast metal 
replica captures the ripped lines and head-turning design of 
the ‘65 Stingray™ in striking detail from its racing-style knock 
off spinners to its rare fuel injected engine. 


Suucr 


14101 Southcross Drive W., 
(R) Dept. CCD110-01 

Burnsville, Minnesota 55337 
www.stauer.com 
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Rating of A-i- 


High-quality 1:18 scale die-cast replica • intricate moving features • Detailed chassis with separate exhaust systems • Includes display stand 

Smart Luxuries — Surprising Prices™ 
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ot that we don’t love those no- 
holds-barred Pro Touring builds, 
but sometimes you can really 
strike a nerve with something 
simple. To look at Johnny Tay- 
lor’s 1971 Corvette, you’d know 
that it wasn’t exactly stock. For one, they just 
don’t look that clean 40-plus years later. And 
for another, that stance is just too perfect. The 
subtlety of the changes is what really makes 
this ’71 Corvette drool-worthy. 


Johnny Taylor spent 37 years in the family 
business, a body shop started by his father in 
1947. The ’71 Corvette is the culmination of a 
lifetime perfecting his craft. “I did 95 percent of 
the work, other than the suspension. I wanted 
this to be as nice as I know how to make it. 
Corvettes are not the easiest to make perfect.” 

Besides customer cars, Taylor was very 
familiar with C3s, having already owned a ’69 
(his wife’s). He stumbled across the ’71 some 
8 years ago in his search for a car to build. 


Knowing that it wasn’t a numbers-matching 
car and in need of some TLC, it was a prime 
candidate for an unfaithful restoration. It had 
been wrecked in Arkansas when the factory 
454 and Turbo 400 were removed. 

“Sixteen years ago a guy in Texas bought 
it, separated the body from the frame and did 
the suspension kit.” The front springs were 
swapped for 450-pounders made 1 -inch 
shorter, for 4 inches of total drop in the front 
with the shorter Goodyear Eagles (Taylor later 






A ^71 BIG-BLOCK THAT FOLLOWS A SIMPLE FORMULA FOR STUNNING LOOKS. 

BY SCOTT PARKER 

PHOTOGRAPHY BY GRANT COX 
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installed). The rear spring was replaced by a 
340-pound spring that he says is correct for 
the 454, though 44-pounds lighter than fac- 
tory. The new springs in combination with Bil- 
stein shocks, he said, allow the ’71 to drive far 
better than his ’69. 

Amidst the suspension modifications, the 
former owner also painted the frame and 
started upon the long process of smooth- 
ing out the fiberglass body. As the story goes, 
his wife threw a fit because of all the dust and 


fiberglass splinters. The gentleman was forced 
to sell the ’71 Corvette, and handed over the 
keys to Taylor. “I have great respect for guys 
my dad’s age that worked on fiberglass all the 
time. It will have you itching like a man on a 
fuzzy tree. Even with a paint suit and mask, it 
eats you up. But it was much cheaper for lim- 
ited-run cars like the Corvette.” 

With Taylor’s skilled hands the C3’s body 
started to take shape. In love with the factory 
body lines, he had every intention of keeping 


them at all cost. This included the big-block 
hood, despite being tied to the problematic 
vacuum system and in need of repair from a 
frozen latch. The fiberglass work continued on 
the one-piece front end, which was treated to 
new headlights, inner fenders, core support, 
and emblems. The bumpers were rechromed 
and the windshield was replaced when all was 
said and done. 

Since this was not a stock restoration, there 
was no pressure to stick with a factory paint 
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color. “I like bright contrast colors,” Johnny 
said. His choice was Monterey Red Metallic, 
a C6 color that was characterized as Medium 
Clarrett Pearl by the paint manufacturer, Mar- 
tin Senour. “I used a tri-coat - base, mid, and 
clear - so it’s not a single color. The edges are 
lighter than the base. I hate doing it commer- 
cially, but it gives the car motion. It looks like 
it is moving when it’s sitting still. It’s an illusion 
that single-stage paint can’t do.” Though on 
the 2006 and 2007 Corvette, Monterey Red 
is maroon from most angles, the three-stage 
paint and contrast of the chrome bumpers give 
it a whole new dimension that even varies per 
photograph (let alone in person). 

According to Taylor, the secret to getting 
good adhesion to fiberglass is in the primer. 
“You need urethane primer/sealer. The sun 
eats them up. Once it’s primed and sanded it 
will hold up good. Fiberglass holds heat more. 
Once the ’glass gets hot it stays hot longer. 
Nobody has trouble like they did 30 years ago. 
Urethane primer made the difference. ’Glass is 
much denser, thicker, and less forgiving than 
SMC [on newer cars].” 

Moving on to the cabin, Dynamat was used 
throughout for a quiet and comfortable ride. 
The carpet and leather was replaced with Light 
Saddle upgrades from Corvette Central. Keen 
observers will note this color was from the ’70 
(not the ’71) model. Restoration continued with 
a new dash, center console, and window reg- 
ulators. The radio was replaced with a vintage 
looking unit outfitted with modern upgrades 
such as a USB input, and the same theme 
was carried over to the Vintage Air system that 
keeps the 64-year-old retiree cool during hot 
Oklahoma summers. 

With the chassis in such good shape, 
Johnny turned his attention to the few 
untouched mechanical items. The 454 was 
bored 0.030 over, treated to a fresh set of 
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QUALITY TOOLS AT RIDICULOUSLY LOW PRICES 


How Does Harbor Freight 
Sell GREAT QUALITY Tools 
at the LOWEST Prices? 


We have invested millions of 
dollars in our own state-of-the-art 
quality test labs and millions more 
in our factories, so our tools will go 
toe-to-toe with the top professional 
brands. And we can sell them for 
a fraction of the price because we 
cut out the middle man and pass 
the savings on to you. It’s just that 
simple! Come visit one of our 
600 Stores Nationwide. 
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hypereutectic pistons and what the buiider 
caiied an “RV” cam, so this setup is a iittie hot- 
ter than the factory LS5. The factory carbu- 
retor and intake manifoid were kept to ciear 
the stock hood, and the stock iron heads and 
rotating assembiy were adequate enough for 
continued empioyment. Tayior piug wires and 
iong-tube headers mated to a stock 2.5-inch 
exhaust from Eckier’s finished off the heaithy 
sounding big-biock. The 454 was connected 
to the Turbo 400 aiong with a new radiator 
with eiectric fans, new gas tank and iines, and 
it was ready to fire. Johnny swears the best 


modification was a Jeep steering box con- 
version, which eiiminates a dead spot in the 
steering, once again proving the briiiiance of 
this C3’s simpiicity. 

“i never intended to show it, but Ron Page 
at Heartiand Customs convinced me.” Page 
was aiso infiuentiai in the use of the Vintage Air 
system, “it took 24 months to buiid. The fur- 
ther i went, the better it iooked and the more 
i wanted to do.” The end resuit of neariy dou- 
biing his originai buiid budget, though, was 
worth it. Johnny has more car show trophies 
than he can count. But the uitimate reward is 


the reaiization of a dream. 

“i was 58 before i couid afford a Cor- 
vette. i wanted to have one when i was 20 
years oid, but coiiege cost about the same.” 
Despite owning a C6, which he says is “supe- 
rior in every way,” the feeiings he has for the 
71 go much deeper. As he gazes at the fiber- 
giass paneis he shaped by hand iike a scuip- 
tor, into the mirror-iike refiection of the dark red 
paint ... Johnny sees the refiection of a much 
younger man - a man that wouid create many 
things over a 37-year career. But oniy one 

masterpiece.^^3 
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Brake Upgrade Kits 

SIX FABULOUS CHOICES 

to suit every driving style and budget. 

All EBC rotors are now black GEOMET® 
corrosion resistant coated... 

These rotors WILL NOT RUST 



Street Twins 
up to 1000 HP of 
street friendty holding 
power at a much 
better value than the 
competition. 



Street Pro & 
Super Street Pro 

Better quality and 
lower prices than other 
single disc clutch kits 
on the market. 



Stage 1 Kit 

Ultimax Daily driver pads & Geomet black OEM style rotors 

Vehicle Type 

Any Vehicie 

Prices From 

$99 

Stage 2 Kit 

Greenstuff sport pads & USR slotted black Geomet Rotors 

Car 

$145 

Stage 3 Kit 

Greenstuff Trucksport pads & GD sport drilled black Geomet rotors 

Truck/SUV 

$175 

Stage 4 Kit 

Redstuff premium fast street pads & USR slotted black Geomet rotors 

Car 

$195 

Stage 5 Kit 

Yellowstuff highest friction pads & GD sport drilled black Geomet rotors Any Vehicie 

$245 


Kit includes 100% British made ECO friendly quality high efficiency EBC brake pads fully tested and 
approved to meet or exceed all know/n standards plus premium Geomet corrosion resistant G3000 
iron rotors of your pattern choice. Geomet is the NUMBER ONE brake rotor anti corrosion surface 
coating used by OEM builders (they use silver, we prefer black Geomet). Coating withstands severe 
salt spray tests for 
corrosion resistance. 


Ask at Pep Boys 
or your local retailer or BRAKES 

shop online at .... www.ebcbrakes.com 



Hydraulics 

Components 

New Direct Fit 
Conversion Kits along 
with the most 


innovative Hydraulic 
Bearings on the 



market 
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SETTING-PART 10 


A LOOK BACK AT 
CHEVROLETS EXPERIMENTAL 
PROTOTYPE, CONCEPT CAR, AN6 
SHOW CAR CORVETTES 

SCOTT TEETERS WORDS I ILLUSTRATIONS 
PHOTOS COURTESY OF GENERAL MOTORS 


G eneral Motors makes hundreds of kinds of cars and trucks. 

Some sell hundreds of thousands of units a year, which makes 
Chevrolet’s Corvette a complete enigma. Given the small num- 
ber of Corvettes sold every year, it is a modern American man- 
ufacturing miracle that the car survived for 61 years. 

The Corvette was “officially” born on January 17, 1953 
at the GM Motorama Show at the Waldorf Astoria Hotel, in New York. To 
understand the impact of Harley Earl’s two-seater sports car concept car, 
you have to look at typical cars of 1953. The car was low and sleek, and 
wasn’t over festooned with styling gimmicks. Based on the response from 
attendees, Chevrolet rushed the car into production, and the rest is history. 

Today, the Corvette is GM’s flagship car. When Chevrolet unleashes a new 
Corvette, the automotive world stops to take notice. But things were not 
always this way. Up to the C4, there were many inside GM that wanted to 
see the Corvette go away. For the first 20-some years, the car suffered from 
an identity crisis. Inside GM there were always those that wanted the Cor- 
vette to be something different; a lightweight sports car, a mid-engine car, a 
rear-engine car, a four-seater personal luxury car, powered by a boxer-type 
flat-six, Wankel rotary-powered, turbocharged small-displacement hemi- 
headed double-overhead cam powered, and even an all-aluminum car. 
Chevrolet kept the loyal faithful stoked with two or three experimental, pro- 
totype, show car Corvettes per year. From an enthusiast’s 
perspective, this was endlessly fascinating. 

This is Part 1 0 of a chronological look back at Chevro- 
let’s high-profile experimental, prototype, concept car, and 
show car Corvettes. If there is a theme among the three 
1969 and 1970 models featured here it is their extreme 
nature. The 1 969 Manta Ray, successor to the popu- 
lar Make Shark II (featured in Part 7), and the 1969 Aero 
Coupe both sported Chevrolet’s ultimate Rat engine: the 
ZL1 . Though the 1 970 XP-882 was no slouch either, pack- 
ing a 400-inch small-block, it’s location - in the middle of 
the chassis - is what makes it particularly radical. The Cor- 
vette team robbed the parts bin for the front-wheel -drive 
Toronado’s Turbo 400 to create the transaxle setup, mat- 
ing directly to the Corvette’s stock rear from the transverse 



mounted V-8. GM was eager to stay competitive with the 
other mid-engine cars of the day, and today we are seeing 
those very same sentiments echoed. 

1969 Manta Ray Show Car: 

^^Bill Mitchell's Extreme Shark" 

The 1965 Make Shark II may well have been the most 
exciting Corvette show car of all time and had more direct 
impact on future Corvette styling than any other. But by 1968, 
with the debut of the new C3 Corvette, the Make Shark was 
old news. Some were disappointed that the ’68 Corvette 
wasn’t a faithful road version of the Make Shark, but with the 
L71 427/435 and the L88 it was hotter than a match head. 
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The ’68 Corvette set a new sales record of 
28,569 units, up from 22,940 in ’67 and best- 
ing the previous high sales mark of 27,720 ’66 
Corvettes. And to prove that the new Make 
Shark ll-inspired design wasn’t just a first year 
fluke, Chevrolet sold 38,762 Corvettes in 1969. 
This statistic would stand until 1976 when 
46,558 Corvettes were sold. And to prove the 
power of the Make Shark II design, 1979 was 
the all-time best Corvette sales year ever, with 
53,807 cars sold. No other Corvette design 
was able to pull money out of wallets like the 
Make Shark II. There’s the math! 

So, much is owed to the Make Shark II. 
Unfortunately, not all great Corvette show 
cars go to heaven at the CM Heritage Cen- 
ter. Actually, the Make Shark II doesn’t exist 
and no, it didn’t go off to the crusher. (Breathe 
a sigh of relief!) When your pockets are as 
deep as GM’s, why not make a great thing 
even greater? Even though CM spent $2.5 mil- 
lion on the Make Shark II, they spent almost 
another $3 million on the Make Shark II make- 
over. Bill Mitchell was almost over his “fish 
thing” and called the latest version. Manta Ray. 

It’s too bad they didn’t keep the running 
Make Shark II and just build the Manta Ray 


as its own car. How cool 
would it have been to have 
the Make Shark Trilogy? 

Perhaps there were bud- 
getary concerns at work; 
there was indeed a frenzy 
of concept, experimen- 
tal, and show cars during 
this period. The series you 
are reading now proves 
that. But clearly. Bill Mitch- 
ell had a few more ideas 
he wanted to work out in 
3D. “Show cars” are often meant to be “over 
the top” and deliberately extreme. The big- 
gest change was the long, tapered tail, a la 
the Astro Vette show car. While the produc- 
tion Corvette never went that far, clearly you 
can see the “tapered” influence that arrived 
in 1974. 

“Endura” bumpers gracefully covered func- 
tional metal bumpers. The Endura bumper 
wasn’t the same as the bumper covers used 
on Corvettes after 1973. Endura was ure- 
thane-elastomere foam that was rigid, but 
had “give” to it when pressed hard. The mate- 
rial was color-matched to the paint to give an 


integrated look. Endura bumpers were first 
made optional on ’68 CTOs. While an inter- 
esting idea, they didn’t weather well. So fortu- 
nately, an Endura front bumper never made it 
on to the Corvette. The roof line of the Manta 
Ray featured a beautiful, sweeping, tapered, 
stinger-style roof, but scooped out with a small 
slot for a rear window. Like the running Make 
Shark II, for hard braking and turn signaling, 
flip-up lights popped out of the rear deck; gim- 
micky, but kind ’a cool. The now “classic Cor- 
vette” four tail lights arrangement was fared 
in under the rear bumper line with a center- 
located license-plate holder. 
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An awesome show car should have an awe- 
some engine. The Manta Ray used the new, 
all-aluminum ZL1 engine with a special air 
cleaner. The ZL1 was an L88 with an alumi- 
num block, so the Manta Ray was “loaded for 
bear!” Whereas the running Make Shark II had 
conventional under-the-car dual exhausts, the 
Manta Ray had functional side pipes that were 
beautifully crafted into the side rocker panels 
and sounded great. This was part of the Bill 
Mitchell trademark. 

The nose of the Manta Ray was basically 
unchanged from the Make Shark II, except for 
an extended bumper ring around the air inlets 
and a small chin spoiler. It’s actually a little too 
busy, but hey, it’s a show car! Normal sideview 
mirrors were deleted in favor of small, bullet- 
shaped mirrors that were attached to the top 
of the A-pillars. And like the previous Make 
Shark cars, the Manta Ray was painted dark 
blue with pearl white fogging along the lower 
edges. Special badges and Corvette crossed- 
flags insignias completed the car. 

This may have been the last “pure” show 
car Corvette. Later show cars were mostly 
dressed-up production Corvettes and seri- 
ous engineering studies. All of the Make Shark 
Corvettes sure got a lot of us juiced up for the 
“next Vette.” Mitchell knew how to keep it fun! 

1969 Aero Coupe Show Car: 
^*Bill Mitchell's Show Car/ 
Play Toy" 

It would be a mistake to think that being the 
VP of Design at CM was a cushy job, but it 
sure has its perks, and Bill Mitchell took maxi- 
mum advantage of them. Probably not “all” but 
most of the Corvette show cars of the 1 960s 
and 1970s saw duty as Mitchell’s daily driver 
cars at some time. He must have been VERY 
popular with the kids in his neighborhood! 
Mitchell’s Aero Coupe Corvette show car was 
another brilliant example of the high level of 
“style” Bill Mitchell had. 

For Mitchell, it must have been like being 
a kid in your parent’s candy store. Bill had 
access to the entire Corvette parts bin, as well 
as a design staff to flesh out his ideas, and a 


shop to perform world-class custom fabrica- 
tion, paint, and decoration. The Aero Coupe 
was born from an off-the-assembly-line small- 
block 1 968 Corvette. Over the next seven 
years the car lived through three incarnations: 
the Aero Coupe, the Scirocco, and the Mul- 
sanne. The Aero Coupe was the first version; 
we’ll cover the other two versions next time. 

The first thing that Mitchell’s design staff did 
was to remove the 327 small-block and drop 
in one of the new 427 ZL1 all-aluminum Can- 
Am engines. Imagine how exotic this was in 
1970; big-block horsepower and torque, with 
small-block weight! For several years the ZL1 
used an experimental Rochester fuel-injection 
unit and an experimental four-speed Hydra- 
Matic transmission (imagine a fuelie ZL1). The 
ZL1 was awesome, but the four-speed auto- 
matic was eventually replaced with a stock, 
but beefy Turbo 400 unit. And, what Bill Mitch- 
ell show car wouldn’t be complete without 
side-mounted exhausts? Mitchell described 
the Aero Coupe as a “bear!” 

With plenty of power under Bill’s right foot, 
the design staff started work on the body. It 
may have been slightly overdone, but that’s 
what show cars like the Aero Coupe were sup- 
posed to be. The Aero Coupe had many inter- 
esting styling cues. The egg-crate front grille 
and side vents design elements made it into 
production for the 1970-1/2 model. However, 


the flared extensions at the back of the wheel 
openings that were part of the ’70-1/2 to ’82 
cars were not there. Also, the rear fenders 
appeared to be slightly flared - more like tame 
versions of the L88 flares. Up front there was 
a deep, Z28-style front spoiler that wrapped 
around its chin to the front of the wheel open- 
ing. At the rear, there was a matching, wrap- 
around spoiler similar to the ’70-1/2 Z28 
Camaro, but raked back more and not as tall 
as the ’70 Z28. Extended front and rear spoil- 
ers wouldn’t arrive until 1978 on the Indy Pace 
Car and then the following year as an option 
on the ’79 Corvette. 

The side pipe covers were similar to the 
optional production side pipes, except for the 
section under the doors that had six groups 
of vertical scribe lines. “Interesting,” but a little 
fussy. The A-pillars, windshield, and roof were 
a nice departure from the production Cor- 
vette and would have made for a nice mid- 
cycle refresh in ’74 to complement the new 
look of the soft front and rear bumper covers. 
The top corners abandoned the sharp corners 
and instead were curved at the top, allowing 
the glass and roof to have a smooth, continu- 
ous line. The removable roof panel was a sin- 
gle piece and hinged at the back. Since the 
car was using Chevrolet’s ZL1 , the domed 
L88 hood was used. Chaparral -style alloy-lace 
wheels were shod with wide Goodyear tires. 

The interior was typical show car Corvette 
plush; completely trimmed in tan leather and 
deep-cut carpet. Years later, a crude digital 
unit was added to the dash that projected the 
car’s speed onto the windshield. There’s no 
telling how high Mitchell got the digital coun- 
ter up to! The Aero Coupe was completed with 
a deep, candy apple red paint with heavy gold 
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T llnlodir Vbur Corvette's Mmxlmum fti t wi tto/ 

w| 1 F/as/rScarr VS from EFIUve aflows you to scan, data fog 

V and reprogram your 1997*B0f4 Corvet^ls ECMyJlCM 

V or PCM, and Wmal IC Tuning for B38, E67 and now B3S 
\ ECM's for maximum parformanca and outstanding d/ivahitity. 

FiashScan'^s integrated ecanning and tuning softwara eimpMes tuning with 
its rwriay capabfhtias^ Smpty hightight an area in a data tog created by the 
scanning program, and the cefis containing the values that control the 
conditions being monitored are highlightad in the tuning program. 

FlaahScart VS also intrudes a handheld conMier that box' 

scanning, tuning and trouble code reset without using a PC. 

FiaehScan is backed by unequafled tBchnicaf support, and 

\ CBn be used most late modei GM cars, pickups and 

SUVs^ (So if you tow your Corvette to Che cnoc^ or to 
shcjws, you can also tune your tow v^/wctej 


fWjas^ifT 


Vbu can find out mors about RaehScan. and even 
download a free copy of the soflwvare at www.efilive.conri 
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metalflake, gold striping, and Corvette and 
custom Aero Coupe badges. 

This very special Corvette went on to delight 
Corvette fans for several more years, with each 
version getting progressively wilder. When it 
finally became the Mulsanne in 1974, only 
insiders knew that it was really a small-block 
’68 Vette on steroids. 

1970 XP-882 Mid-Engine/ 
Transverse Corvette Proto- 
type: ^^Duntov SLAMS Ford's 
Pantera, AMC's AMX/3 & 
Meroedes-Benz's C111" 

Between Car Life Magazine and Road & 
Track, the Corvette community was almost 
totally convinced that this would be the 1 973 
Corvette! Obviously that didn’t happen, but 
it was still a great day for Corvette fans at 
the New York Auto Show on April 2, 1970, 
because no one knew that Chevrolet was 
showing a mid-engine Corvette concept car. 
Mid-engine Corvettes were always lurking in 
the shadows with that, “Hey, sailor ...” smile. 
But the XP-882 mid-engine experimental Cor- 
vette show car had drop-dead looks and it 
seriously looked like it “could be” the next 
Vette. It was everything a Vette lover would 
want and then some. Best of all. Ford and 
AMC never knew what hit them. 

Duntov’s design team started working on 
the XP-882 in 1 968. Two prototype cars were 
built around small-block Chevy engines, with 
plans for big-block power and eventually 
all-wheel drive. Zora had been playing with 
AWD since his experimental ’64 mid-engine 
CERV II. This shows just how forward-look- 
ing Duntov’s thinking was. The styling group 
designed a new look that was crisp, edgy, and 
low-slung, yet it “looked” like a Corvette, but 
wasn’t “Make.” 

Chevrolet General Manager John Z. DeLo- 
rean stopped work on the XP-882 in August 
1969, to pursue making Corvettes more prof- 
itable, using the new, inexpensive Camaro 
chassis. DeLorean was met with fierce resis- 
tance from sales, styling, and engineering, 

NOT to take the car in that direction. Then, 
Duntov was stunned when he learned that 
Ford was buying Italian carmaker De Tomaso 
so that it could market the new mid-engine 
Pantera as a “Ford.” And, to make matters 
worse, Zora also learned that little AMC had 
designed a mid-engine car that was to be 
made by Italian carmaker Bizzarrini, plus Mer- 
cedes was working on its Cl 1 1 mid-engine 
car. Something had to be done! 

Duntov showed Bill Mitchell and Chevy’s 
Chief of Engineering Alex Miar his mothballed 
XP-882. The decision was immediate — “Get 
the car into the New York show!” The XP-882 
was quickly painted silver and dressed as a 
show car. The interior was utilitarian because 
the XP-882 never had a chance to get a show 
car interior - there wasn’t time. When the 
show opened, attendees were shocked, espe- 
cially Ford and AMC. The car magazines were 



all over the XP-882, initiating a feeding frenzy 
of speculation. Enthusiasts had been lusting 
for a smaller, lighter Corvette for years, and 
the XP-882 looked like it could deliver. Com- 
pared to a ’70 Corvette, the wheelbase was 
2.5 inches shorter, the length was 8 inches 
shorter, the width was 5.8 inches wider, and 
at 2,595 pounds, it was almost 700 pounds 
lighter. Of course, this was a prototype and not 
a fully-featured car. 

Mid-engine sports cars had an exotic glow 
about them, but Zora’s surprise exotic Cor- 
vette took it to the next level. The powertrain 
was a combination of a transverse-mounted, 
400-cid small-block engine coupled with a 
silent chain-drive to an Olds Toronado Turbo 
400 transmission, fitted with bevel gears, con- 
nected to a stock Corvette rear. “Parts bin” 
yes, but very clever. Wheels were spun-alu- 
minum, with vent slots similar to what would 
become available in 1976, and tires were 
E60x1 5 on the front and G60x1 5 on the rear. 
The rest of the suspension was made from 
production parts. 

After the overwhelmingly positive reception, 
DeLorean approved the funds to develop a 
big-block, four-speed version of the car. Motor 
Trend enthusiastically reported, “Chevrolet 
roared out of the sun with the throttle wide- 
open and the wind shrieking, and watched 
their tracers stitch into the shining sides of the 
new De Tomaso ...” For a little while, it was all 
sunshine and unicorns. 

But, a few things got in the way. GM Pres- 
ident Ed Cole, who was always thinking “over 


the horizon,” purchased a license to develop 
the Wankel rotary engine. Duntov was tasked 
with creating a high-performance version for 
possible use in a Corvette. Zora delegated 
this nightmare task to the capable hands of 
Gib Hufstader. Duntov then had to relinquish 
one of the two XP-882 chassis to Bill Mitch- 
ell to work out a new look for the 4-Rotor con- 
cept that was first shown in 1973. The other 
XP-882 chassis became the R&D, all-alu- 
minum Reynolds Aluminum Corvette that 
weighed 500 pounds less than a standard 
Corvette. So, just like the running Make Shark 
II, the handsome XP-882 was taken behind 
closed doors, chopped up, and made into 
something else. 

Mid-engine sports cars were the stuff 
of small, exotic European carmakers. But 
between the first Arab Oil Embargo, a reces- 
sion, the rotary-engine interruption, and the 
sales success of the production Corvette, 
the XP-882 — or any other mid-engine Cor- 
vette — didn’t stand a chance. But for a time, 
it sure was exciting. Forward-thinking just 
couldn’t overcome bad timing, vette 
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HOT ROD Drag Week® is where your car better be faster than your mouth! Street-legal drag racers run five 
quarter-mile events in five days at four different tracks, driving their cars 1,000-plus miles along the way. 
For 2015, you can come watch every day, from tech inspection through the all-hangin’-out, heads-up finale. 
See Drag Week’s quickest stars like Jeff Lutz, Larry Larson, Doug Cline, and Tom Bailey and their 6-second, 
200-mph rides. Drag Week™ also offers many classes for down-and-dirty muscle cars from all over the world. 



SEE THE BATTLE FOR 5 SECONDS, 5 DAYS IN A ROW! 
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MECUM 

INDIANAPOLIS 2015 - 

OFFERS 151 CORVETTES 
AND SELLS 92! 


byWALTTHURN 

PHOTOS BY WALT THURN and MECUM AUCTIONS 



T he Mecum Auctions company is a 
great way to find the Corvette of 
your dreams. They offer buyers a 
variety of collector cars (including 
Corvettes), road art, and antique 
motorcycles. Established by Dana 
Mecum in 1988, the company is a family-run 
business headquartered in Walworth, Wiscon- 
sin. In 2015, their 22-auction schedule began 
in Las Vegas on January 8-10 and ends in 
Austin, Texas, on December 11-12. Mecum 


always includes a large mix of Corvettes in 
their auctions. Each year Dana Mecum holds 
his Original Spring Classic Auction in India- 
napolis. We thought it would be a good time 
to check out how Corvette prices are doing at 
this annual event. 

The 201 5 Spring Classic was held at the 
Indianapolis State Fairgrounds and 1 ,404 cars 
were offered for bid and 919 were sold. Total 
sales exceeded $42.8 million when the auc- 
tion ended. Included in this total were 151 


Corvettes that spanned every generation, from 
Cl to C7. A total of 92 were sold; a 61 per- 
cent sales rate compared to 59 percent sold 
at Kissimmee in January. In our view, sales 
are remaining steady. The highest selling 
price among the 151 Corvettes offered was 
a restomod LS3-powered 1 956 Corvette (Lot 
S244) that sold for $175,000. The lowest price 
received for a Corvette was $4,000 for a white 
1992 automatic coupe (Lot 0147). The most 
active sales generations were C2 and C3. Only 
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This 1956 Corvette (Lot S244) is fitted with a Custom Chas- 
sis Concepts frame and a 430hp LS3 engine. It won 1st place. 
Best in Class, and Outstanding Sport/Sport Compact at the 
2015 Autorama Car Show. It sold for $175,000. 


They do exist. This 
1957 “Barn Find” 
Corvette was stored 
on its trailer in a shed 
for over 40 years. It 
was unrestored, 
added to the “My 
Garage” collection 
and sold for $32,500. 


Bloomington Gold founder David Burroughs trademarked the 
word “survivor” in 1989. If Bloomington judges determine that 
a Corvette is 50 percent original it earns a Survivor certifica- 
tion. This Daytona Blue (Lot F241), 58,000-mile 1964 convert- 
ible received this award in 2007. It sold for $32,000. 


BUYER'S 




T/iis 454/425hp automatic 
convertible (Lot F193) is one 
of only 188 LS6 Corvettes 
produced in 1971. It is nicely 
finished in War Bonnet Yellow 
and sold for $120,000. 


56 percent of them sold. Several significant 
Corvette collections were offered at Indy. 

Mike Yager - owner of Mid America Motor- 
works in Effingham, Illinois, has amassed a 
nice collection of historic Corvettes. He offered 
1 1 of his “My Garage” collectibles for sale at 
Indy. Here is the “My Garage” list and which 
cars sold. 

• 1957 “Barn Find” Corvette (Lot T226) 
unrestored, sold for $32,500. 

• 1 978 Corvette Pace Car (Lot T227) L82 
automatic with 4,121 miles, sold for $27,000. 

• 1987 SCCA Kim Baker Escort Race 
Corvette (Lot T228) did not sell, high bid 
$ 20 , 000 . 

• 1988 Challenge racer (Lot T229) 1 of 56 
(3,062 miles) did not sell, high bid $27,500. 

• 1 988 35th Anniversary Callaway Corvette 
(Lot T230) 430 miles, sold for $61 ,000. 

• 1 990 R9G Challenge Race Corvette 
(Lot T231), 115 miles, did not sell, high bid 
$27,500. 

• 1993 Dieline Race Corvette (Lot T232) did 
not sell, high bid $20,000. 

• 1 994 Corvette Brickyard Pace Car (Lot 
T233) 1 of 25, did not sell, high bid $23,000. 

• 1994 Corvette Limousine (Lot T234) sold 
for $31 ,000. 

• 2006 Corvette EX Z06 (Lot T235) VI N 
5001 6EX, pre-production test car. Did not sell, 
high bid $44,000. 

• Corvair- powered Corvette movie car (Lot 
T236) sold for $12,000. 

Another notable collection offered at Indy 
was Larry Gerig’s impressive 1958 fuelie col- 
lection. Eight 1958 Corvettes were offered, one 
in every color that was available that year, and 
all eight sold for a total of $1 ,1 72,000. 

Here is a breakdown of the low/high 
prices of Corvettes that were sold at the Indy 
Mecum Auction in 2015. All of the cars not 



Mike Yager, owner of Mid America Motorworks, has an extensive car collection called 
“My Garage" at his company's headquarters. Mike brought 11 of his cars to Indy and 4 of 
the 11 were sold. 



One of the cars from the My Garage col- 
lection was Lot T227, a 1978 Indy Pace Car 
with 4,121 miles on its clock. This L82-pow- 
ered, automatic transmission Corvette sold 
for $27,000. 



This 1972 Corvette (Lot W221) had a body- 
on frame restoration (paint, interior, and 
minor mechanical work) performed. It is 
equipped with a 350ci engine coupled to 
a four-speed manual transmission. It sold 
for $7,750. 
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sold are added to the “Bid Goes On” cate- 
gory that allows sellers and potential buyers a 
chance to come to terms. Each car that is up 
for bid is identified with a lot number, which 
Mecum uses to identify details of each vehicle 
on their website. For more information go to 
www.mecum.com. 

It is easy to determine the current value of 
any Corvette you want to sell or buy. Mecum 
makes the process very easy to register, shop, 
and buy a Corvette. We encourage you to 
browse its website to find that Corvette of 
your dreams! vette 


Model Years 

# of Lots 

#Sold 

Percentage 

Lot #, Low Sale Price 

Lot #, High 

Saie Price 

1953-1962 

27 

22 

81% 

T226, $32,500 

$244, $175,000 

1963-1967 

37 

23 

62% 

F241 , $32,000 

$205, $125,000 

1968-1982 

39 

25 

64% 

W221, $7,705 

FI 93, $120,000 

1984-1996 

28 

12 

43% 

G1 47, $4,000 

T230, $61 ,000 

1997-2004 

16 

9 

56% 

W70, $12,000 

FI 48, $41,000 

2005-2013 

3 

1 

33% 

N/A 

T88, $25,000 

2014-2015 

1 

0 

N/A 

N/A 

N/A 

Totals 

151 

92 

61% 





This is one of seven 1988 RPO B2K 35th 
Anniversary Callaway Corvettes. The Cal- 
laway is from the “My Garage'' collection. 
It has a Bloomington Benchmark certifica- 
tion and shows 430 miles. Lot T230 sold 
for $61,000. 


Lot G147 is a very plain 1992 LT1 automatic 
coupe that did not excite the buyers. It 
sold for a low $4,000. 


Sixteen fifth-generation Corvettes were 
offered for sale at Indy. This 2002 six- 
speed convertible (Lot W70) was one of 9 
that were sold. It received the lowest C5 
price at $12,000. 



A brand-new (3 miles) 2003 50th Anniversary six-speed manual convertible still had its 
delivery plastic covering vital parts of the interior. Lot F148 sold for $41,000. 




This 2008 Z06 (Lot T88) had many 
expensive options. It was fitted with 
a Caravaggio tan leather interior and 
targa top conversion. Also included 
were Forgeline wheels, Michelin PS2 
rubber, Billy Boat exhaust. Fire Paint 
accents, vented hood, MGW shifter, 
carbon front splitter, and painted fuel 
rail covers. It was well bought for 
$25,000. 


Only one C7 was offered for 
sale (Lot S191) and it was a 2LZ 
black Z06 convertible. It only 
had delivery miles and was bid 
to $85,000, but did not sell. 
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TEMPTED TO GIVE AUTOCROSS A TRY? THEN THESE TIPS SHOULD HELP 

BY MARY POZZI 

PHOTOGRAPHY AND OAPTIONS BY STEVEN RUPP 


E ven though I have thousands of 
autocross runs underneath my 
butt, there are only a handful that 
are noteworthy, and of these, my 
most memorable would have to 
be one that was almost 30 years 
ago and didn’t come from behind the wheel 
of a Camaro. The Sports Car Club of Amer- 
ica (SCCA) has their premiere Solo event each 
fall at the Nationals, where the best of the best 
compete for that elusive Championship trophy, 
jacket, recognition within our sport, and brag- 
ging rights that go along with it. I can tell you 
firsthand (actually, I can tell you 1 1 times) that 
winning your class against the top caliber driv- 
ers is pretty cool. My most memorable run? 
Well, it came deep from within. Trust in myself, 
knowing the car and its limits, and feeling what 
those four corners were doing underneath me. 

I danced with a car and felt that it just couldn’t 


put a wheel wrong that day. It’s a rare “in the 
zone” run that brings it all together, and while 
it sounds a bit Zen-like with a hint of “voodoo,” 
it really isn’t. 

I’m guessing that if you’ve gotten this far, 
you’ve run a couple of the Goodguys auto- 
crosses and want more. While you may never 
compete at an SCCA ProSolo or national 
championship event, there are lots of regional 
and local club events where you can hone 
your skills and develop your car. If you com- 
pete for any length of time, you’ll improve 
both. As for pulling the trigger and entering 
some higher level events? All I can tell you is 
this: just do it and don’t worry about the stuff 
you can’t control. When you throw down some 
awesome runs, it will all be worth it. 

So how do you get to this level of competi- 
tion and become that ace driver? Simply put, 
you work at it. Hard! Autocrossing isn’t easy 


and it’s pretty funny when people that haven’t 
tried it tell you that driving tight courses at 35 
mph max isn’t that difficult and how they could 
turn a quicker time at that little autocross. If 
you’ve never tried autocross, it’s easy to “arm 
chair” it, but the driving part is much harder 
than it looks. It’s harder than driving on a race- 
track as well. 

Getting in the groove and putting the 
smackdown on your competition starts with 
you. Not your car, not the course; you, the 
driver. Your attitude can make or break your 
finishing position, not to mention that peg- 
the-meter fun part. Each autocross run takes 
about a minute, give or take a few seconds. 
Some are longer and involve a lot more ele- 
ments. You’re talking huge chunks of con- 
centration and focus for these while other 
courses are shorter and resemble what we 
see at the Goodguys autocrosses. Of the two. 
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the Goodguys’ are tougher as inches on the 
course translate into tenths and hundredths of 
a second for your time. Everything has to be 
precise and controlled, with no room for error. 

While most novices see a parking lot sprin- 
kled with traffic cones, I’m seeing small seg- 
ments, or elements as we refer to them, all the 
while looking for any tidbit of available space to 
fit my big Chevy through. It’s saving precious 
real estate without losing traction that brings 
about a quick time no matter the type of 
course or its length. When I return to my grid 
space after a run, I mentally replay it, focus- 
ing on what I did right and identifying areas on 
course where I can improve (we’ll talk more 
about this later on). While it’s hard to do, don’t 
beat yourself up about mistakes as we all 
make them, myself included. The most impor- 
tant thing is to never give up, and keep attack- 
ing the course elements. While spectators 


The thing about autocrossing is that no two 
tracks are the same. This means that driv- 
ers must be able to adapt to whatever con- 
figuration the hosting group comes up with. 
It may be as simple as what you find at a 
local car show or something wacked out like 
the huge courses used at an SCCA national 
championship event. Speeds can range any- 
where from 40 mph to over 90 mph. 



Here's the course from a Northern California 
UFO event where we ran one of our cars. It's 
pretty simple, but the numerous 180-degree 
turns and slaloms sprinkled about made it a 
challenge and (more importantly) fun. This 
run was data logged with our Racepak unit 
and every turn was a grin-inducing 1.2 g's. 
Good times. Let's just say that drivers were 
kept very busy on this course. 


think fast is lots of tire smoke and sliding side- 
ways, that winning run will need smart, cal- 
culating precision coupled with smoothness 
behind the wheel. Realize, too, that there is 
no such thing as a “perfect” autocross run, 
although some do come close. 

One thing that some small car show auto- 
crosses don’t offer but every other event will 
is the course walk, and usually a map to go 
with it. Definitely take this opportunity to get 
acquainted with the course and if you can, 
walk it with people that are experienced auto- 
crossers as they’ll help you with the driving 
line, apexes, braking points, and the key cor- 
ners and cones. Walk the course in the posi- 
tion that you’ll see it from the driver’s per- 
spective and allow more room to the right 
side of you than on the left. Your Corvette is 
about 5-feet-wide and 7-feet-long, so walk 
the course with that in mind. Depending on 


your run group or time, you’ll want to either 
walk the course or get registered first. Ask at 
registration where tech inspection is and what 
class your car will run in, your run and work 
groups, where the grid is, and then take your 
car to tech. 

Technical inspection isn’t to be feared, as 
it’s a basic safety check to ensure that your 
car is safe to compete. You can make this 
easier ahead of time by making sure that the 
battery is secured and not free to roam, all 
belts and hoses are in good condition, the flu- 
ids are at safe operating levels (I usually run 
the crankcase about a half-quart overfull), 
there’s no “junk in the trunk” or the interior, 
tires are properly inflated with no cord showing 
(most DOT street tires like 35-40 psi and this 
helps prevent them rolling over), and that your 
helmet will pass inspection. 

If you’re new to this sport, let registration 
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AUTOCROSS 102 


know. They’ll get you a men- 
tor as they’ll want to make sure 
you have a good experience and 
hopefully come back. There’s so 
much happening at every auto- 
cross event: your car has to be 
on grid, there’s the course walk, 
where’s tech, what class do I run 
in, is my registration card in the car 
and properly filled out, is everything 
out of the car. That’s brain overload 
even before your car ever turns a 
wheel on the course. Don’t be rushed, 
and plan on about two hours to gel all 
of this done before you run. 

Riding Shotgun 

Like I mentioned before, let people know 
you are just starting out. Talk with experi- 
enced drivers and ask to ride with them on 
a run (or two) or ask if they’ll ride with you. If 
they’re not in a heated points battle, they’ll 
usually say yes and you’ll get a bird’s-eye view 
of the course while seeing that driving line and 
those key cones. And you’ll feel the sensa- 
tions of speed and g-forces from the passen- 
ger seat. It’s a terrific rush when those cor- 
ners come up quick and I love handing pas- 
sengers that light feeling in the pit of their gut 
when I mat the throttle and the torque kicks in. 
Riding shotgun helps boost your driving learn- 
ing curve a ton. 


If you want to 
Improve your driv- 
fng skills, there's 
lots of help avail- 
able as almost all 
organizations hold 
autocross driving 
schools every sea- 
son. There's also 
“self help" books, 
and two of my 
favorites are How 
to Autocross by 
Andrew Howe 
and Winning 

“ Autocross Soio 

II Competition - The art and 
science by Richard Turner and J.B. Miles. 
And if that isn't enough, there are special- 
ized Solo driving schools (check out www. 
evoschool.com) that bring its curriculum 
and instructors to you. 


Ready, Set, Go 

So you’re now sitting on the grid, nervous 
as hell. You’ve forgotten all you learned dur- 
ing the course walk and the map they gave 
you is an unreadable soggy mess from your 
sweaty mitts. You’re wondering what insane 
moment possessed you to even try an auto- 
cross and then suddenly you’re at the start 
line. The flagger signals you slowly forward 
and then motions you to stop. He’s holding 
the green flag furled and watching the cars 
that are already on course to get the cor- 
rect time spacing so you can start. You, on 
the other hand, are still trying to focus all the 
while looking intently ahead trying to remem- 
ber where you need to go once that green flag 
drops. Before you realize it, the starter unfurls 
that green and you’re off! And this is where 
the “driving smart” comes in. 

If you’ve done it right then you’ve mentally 
driven the course before you even got to the 
start line. Think about how you’ll steer, where 
you’ll brake, where you’ll want to be back on 
the gas and areas where you can really haul 
the mail, and what your car’s track position 
will be? All should be considered in your mind 
before you ever entertain driving any auto- 
cross course. Remember that this is your first 
time on this particular course and my recom- 
mendation is to continue that “getting to know 
you” relationship. You’ll almost never turn your 
fastest autocross lap on your very first run, so 
use this to your advantage. Use this first run 


If you don't have 
a racing har- 
ness, there's a 
really cool piece 
from CG Lock that 
effectively locks 
your OEM lap belt 
secure against 
your torso. It's 
easily installed 
and works great 
to keep your butt 
in the seat during 
all those corner- 
ing g's. Many of the newer Corvettes have 
a ratchet system that works by pulling the 
shoulder belt all the way out and then let- 
ting it retract back in. 


After a season or two, you may look for 
specialized equipment that will offer more 
detailed run information. Data logging using 
GPS and accelerometers, and in-car cam- 
eras can definitely benefit anyone serious 
about this sport. I use the ChaseCam with 
the DM Data Module and the HD GoPro 
Hero video camera. 


An open-face helmet is much easier to see 
out of than a closed-face one when auto- 
crossing. If you have your own helmet, 
make sure it has a Snell, or SA (automo- 
tive) or M (motorcycle), rating with the req- 
uisite sticker. If it doesn't, then you proba- 
bly won't be able to use it. If you're in the 
market for a helmet and only plan on auto- 
crossing, you can get by with one rated 
for motorcycle use. If you're serious about 
motorsports then buy one with that SA rat- 
ing. Wear it around in the store with the 
chin strap secured for about 15 minutes to 
make sure it's comfortable and fits well. 
And if you wear glasses, make sure the 
helmet fits with your eyewear in place. A 
helmet can save your life so don't cheap 
out on it. 


Tires are traction, so they can make a huge difference in your lap times. In general, the 
softer the tire the better the lateral traction and the faster your lap times will be. The 
downside is that they wear out faster, and specialty competition tires — like the Hoosier 
AS — may only last a few events before wearing out or getting hard due to heat cycling. 
Find your local autocross association and ask about what tires are allowed for differ- 
ent classes. If you're just looking to have fun then run a street tire and don't worry about 
being the fastest one out there. 
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to identify those key apexes and turn cones 
we talked about earlier and focus on look- 
ing ahead - far ahead if the course allows 
it. That Zen-like feeling I spoke of earlier? 

Well, it comes from your core, or in this case, 
your butt as you feel where the car is at the 
moment, where it’s going, and what it’s going 
to do when you apply some steering, throttle, 
or braking input. You’re not visually looking at 
where the car is at the present but where it will 
be many seconds from now. Keep those eyes 
up and moving. This is an acquired skill and 
one that all proficient autocrossers possess. 
Trust me and work hard on this part. 

After The Action 

You got around the course, crossed the 
finish line, and now can breathe. Your time 
flashes on the digital display as you stop to get 
your official timeslip before motoring back to 
the grid area. Most newbies worry about get- 
ting lost, going too slow, and hitting cones. 

If you’ve walked the course and are keep- 
ing those eyes up, you won’t get lost. If you 
are confident about the elements and how to 
tie them together, you won’t be slow. And if 
things don’t go as planned, yes, you may anni- 
hilate a few cones. When presented with the 
choice of an orange traffic cone or going off 
course, nail that sucker and forget about it. 
Regroup, reacquire the course, and then con- 
tinue at racing speeds to the finish. Each cone 
displaced from its box will add a second or 
two to your time. And if you take nothing else 
away from this, remember that you can never 
go back and re-do time. Once you’ve hit that 
cone, that moment is history. Work towards 
the future and don’t dwell on the past. A killed 
cone is just that, in the past. 

One of the key things I do when back in the 
grid is to review my run. Hopefully, each run 
will be quicker than the one before it and usu- 
ally my final attempt on course is my quickest. 
This can be good or bad because if I do push 
the envelope, and get greedy, my final time 
may be my best but also may have a cone 
penalty attached to it, which really sucks! My 
review is simple and I identify the areas, or ele- 
ments, of the course that felt good and focus 
on those parts that weren’t that stellar. Oan I 
get farther into that sweeper or accelerate out 
earlier? Can I get a little closer to each slalom 
cone? Are my braking points correct and am 
I braking in a straight line and to the thresh- 
old point? How does the car feel and can I 
be smoother striving for better balance? Sim- 
ple stuff like that. The areas of the course that 
felt good I don’t worry about. It’s those sec- 
tions where time was left on the table that are 
mentally replayed and addressed. Each sub- 
sequent run has fewer and fewer issues and 
after three or four runs, my time, give or take a 
tenth, is pretty much where it will stay no mat- 
ter how many runs I take after that. 

Other things I do include taking tire temper- 
atures and adjusting pressures based on car 
feel. This is an individual adjustment and one 



At the starting line 
there will either 
be a person to tell 
you when to go or 
a light. Pull up until 
the starter signals 
you to stop or up to 
the line. When sig- 
naled to go, keep in 
mind that your lap 
doesn't start until 
you cross the first 
beam, so don't focus 
on reaction time 
since nobody cares. 



Buy a good air 
gauge. Tire pres- 
sures are typically 
ran lower on track 
than the street so 
you'll want to knock 
out a few psi before 
starting. A good idea 
is to ask other driv- 
ers what they are 
running to get an 
idea, but keep in 
mind all tires are 
different to some 
degree. Also, check 
the pressure after 


every few runs since the air inside the tire 


will heat up and expand, raising the pres- 


sure back up. 



All organized autocross events will 
have some sort of timing equipment. 
However, they may not hand you 
a timeslip after each run, so have 
a notepad so you can track your 
improvement during the day. 



At most events all the cars will be 
divided into run groups. So, you'll be 
relaxing and watching the action, run- 
ning on the track, on deck waiting to 
run, or working the course picking up 
knocked-over cones. At some events 
they have dedicated course work- 
ers, so you won't have to do it. You'll 
see a wide variety of cars at these 
events, which to us makes it even 
more interesting. 


that’s done based on if the car’s loose or tight. 
If it’s loose, or oversteering, then the rear is 
stepping out and I want to identify where that’s 
happening. If it’s on corner entry, then I’ve got- 
ten in too deep while simultaneously turning 
the steering wheel, over-anticipating my apex 
and corner exit. If it’s tail happy on corner exit, 
then my right foot is to blame and I need to 
soften my application of the go-pedal or only 
add power when the car’s straight. If the car’s 
tight, then it’s understeering, or pushing like a 
proverbial dump truck. This I hate as it means 
the front end’s too stiff or I’ve done a very 
bonehead thing like doing a banzai dive-bomb 
attack into a corner, expecting the car to make 
me a rock star. You can make little tweaks to 
the tire pressures and can correct for some of 
the inherent tight and loose handling quirks. 
Tire sidewalls are compressible, so think of 
each tire like a mini-shock absorber, and an 
adjustable one at that. 

If your Corvette has adjustable sway bars 
and shocks, you have even more in your han- 
dling arsenal that you can take advantage 
of. Personally, I like my car to rotate when I 
trail brake into a corner. This happens start- 
ing before the corner and from gradual brake 
pressure that gets huge the closer I am to the 
apex. I’m turning the steering wheel during the 
approach to my apex and then start back on 
power when almost on it. The rear end’s get- 
ting light as the front end is just approaching 
threshold grip. The rear starts to come around 


while I’m nearing the apex and then I move 
weight back to the rear by adding throttle while 
unwinding the steering wheel. The car doesn’t 
track but slides around the corner and if I clob- 
ber the apex cone. I’ve entered the corner too 
slow, which also sucks. At no time am I look- 
ing at the wheel or even the car as I’m focused 
on what’s ahead of me. 

There’s an old saying “In slow, out fast. 

In fast, out backwards.” This is so true and 
should be your mantra for autocrossing or 
any type of motorsports. With autocross, you 
want to lengthen that “power on” area, which 
means you want to start laying down the throt- 
tle at or before your corner apex. You have to 
create these straight sections within the sla- 
loms and offset elements, so look for them 
during your course walk as there will be sec- 
tions that your car can fit through without 
using brakes or steering. It takes skill, confi- 
dence, and big ’nads to find and then haul the 
mail through these sections. If you brake early 
and get your car slowed down, you can get 
to that apex and not be sliding past it with the 
brakes locked, which means you can then get 
turned and headed towards the next element 
under power a hell-of-a-lot sooner. Aside from 
flat-spotting your tires, you’ll lose valuable time 
by getting in too deep at each corner com- 
pared to that spent slowing down early before 
the entrance. Trust me on this, too. 

When I talk about key corners, cones, and 
apexes, this means that these are the cones 
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aETTiNa 

SCHOOLED 

In 1 999, after 1 2 years off from autocross 
competition, I decided to come back out and play. 

I was lucky enough to win a ProSolo Champion- 
ship that year. At the start of the 2000 season, 

I changed from the Civic that I was running to a 
Camaro Z28. In an effort to learn the car and pol- 
ish my skills, my girlfriend talked me into taking 
the Evolution School. Like most men, I thought to 
myself, “what are they going to teach me?” Well, 

I headed out anyway, and decided if I was going 
to spend money on learning, I was going to have 
an open mind about it. I’m so glad I did. Aside 
from breaking down the course by each element, 
my instructors taught me to try things that I never 
would have thought about on my own. At the time, 
I felt that some of the things they were asking me 


that’ll matter most. On any autocross course, 
the majority of cones are mere decoration. 
They keep you within the perimeter of the 
course and if you venture out towards them 
it will only add time to your run due to the 
increased distance you traveled to get there. 
There are, however, about 10-15 key cones 
that are very important; these must be located 
and their positions locked in your memory 
bank. Your corner apex is the point where the 
car comes the closest to the inside of the cor- 
ner and there may be a cone at that point or 
there may not be. Ideally, you want your car 
to be leaving the corner at that point, or, sim- 
ply put, taking a late apex as this allows you to 
pick up the throttle sooner. Keeping your eyes 
up and looking ahead will make picking up 
these key pylons easy. You’ll drive smoother 
and won’t be prone to driving “point to point.” 
Be patient, young grasshopper, and you’ll 
be rewarded with smooth, clean, and, most 
important, fast autocross runs, vette 


iiSources 


to do were quite awkward, but on the ride home, I 
realized they were really just things that I do every day. The difference being, we don’t drive every day on a 
giant piece of tarmac lined with cones. 

You can be the best driver in the world, but once you’re taken off of the road and put into an autocross 
environment you tend to fixate on the end of the hood, thus, everything sneaks up on you. So, one of the 
most important things that Evolution teaches you is the art of “looking ahead.” We all do it every day. We 
don’t take that favorite exit ramp and stare at the end of the hood. We look way around the corner. That 
same thing applies to just driving in traffic. We don’t stare at the car in front of us. We look through that 
car to see what’s going on in front of them. So by having the students start looking far ahead, we find that 
everything becomes smoother, the corrections become much smaller, and the times start to drop. 

Eor me, it wasn’t just some driving school that I took, but a whole new approach to the skills that I 
already had. Evolution helped refine my driving, and the results followed. Within two years of taking the 
schools, I was instructing, and now have become one of the owners. It’s very rare that you’re able to do 
something in life that you love for a living, and I am thankful every day for this. If you’ve ever thought about 
doing a driving school but thought that it’s 
too expensive or they can’t teach you any- 
thing. Well, my friends, come on out to an 
Evo School. We’ll refine your skills, and do 
it for a very reasonable price. Go check out 
our website (www.evoschool.com) and see 
where there’s a school in your area. You 
won’t be disappointed! 

Hope to see you there! 

Mike “Junior” Johnson 
Evolution Performance Driving School 
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BUSHINGS 

INVISIBLE, FORGETTABLE, AND A GREAT V/AY TO TIGHTEN 
UP YOUR GORVETTES RIDE ALLD HANDLING 

BY RICK JENSEN 

' PHOTOGRAPHY COURTESY OF THE MANUFACTURERS 



L ast time around, I described shock 
absorbers as a “lowly” part of your 
Corvette, an oft-forgotten suspen- 
sion piece that could use an upgrade. 
Perhaps lowly wasn’t the right word, 
because this month’s topics are so 
obscure, many owners don’t even know they 
exist — much less consider changing them. 
But like shocks, these components can make 
a big difference in how your ride handles. 
Ladies and gentlemen, meet the most 
invisible performance parts on your Corvette: 
its bushings. 

Depending on your Corvette’s model year, it 
will use bushings in some or all of the following 
suspension pieces: front and rear control arms. 



Energy Suspension has been a leader in performance polyurethane suspension tech- 
nology since 1983. Energy Suspension's proprietary Hyper-Flex polyurethane formu- 
las set high industry standards, and with in-house engineering, chemical formulation, 
molding, and final packaging, it produces a genuine American-made product for its 
customers such as this C2/C3 Master Set CPN 3.18123, $394). It includes every bush- 
ing you need to rehab your mid-year or third-generation from the front sway bar end- 
links and power steering ram bushing to the trans mount, diff carrier, and rear control 
arms (full list on superchevy.com). 


front and rear sway bar mounts, front and rear 
endlinks, rear leaf spring, and ball joint and tie 
rod boots. Other bushing locations can include 
the power steering ram and differential carrier. 
Mounts are always used for the engine, trans- 
mission, and body — they’re a different kind 
of bushing that are lumped in with suspension 
bushings. 

When it comes to spending money on car 
parts, it doesn’t get more un-sexy than replac- 
ing some rubber doodads that cushion some 
things and help control other things some- 
where under your car. Further complicating 
matters, properly functioning factory bush- 
ings do a damn good job during normal driv- 
ing — after all, their rubber construction lets 


them soak up bumps, quell vibration, and be 
mouse-fart quiet in the process. 

But those soft rubber bushings are a com- 
promise, just like any other OEM part on your 
Vette. Which means maneuvers any more spir- 
ited than a turn-arrow blast bring about bush- 
ing deflection, lost camber, and unpredict- 
able handling. And just like your uncle Mike at 
Thanksgiving dinner, you’ll have lots of body 
roll and unresponsiveness. 

And that’s when they’re brand new. Rubber 
bushings break down over time — regardless 
of your Vette’s mileage — and road salt, oil, 
and other contaminants accelerate that break- 
down. Throw in the fact that your chassis’ and 
suspension’s immense forces can permanently 
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C2/C3 Motor and Trans Mounts are available separately in chrome CPN 3.1133, $154) or zinc finish CPN 3.1120, $92). While doing a Master 
Set, you might as well replace the mounts. An upgrade for your soft, tear-prone rubber mounts. Strong enough for race use, yet still 
absorbs vibrations for street use. They incorporate an interlocking feature that mechanically keeps the mounts from separating if there 
is a failure. Available for 305, 327, 350, and 396 engines. 



The C4 Master Set CPN 3.18122, $375) includes: Front Control Arm Bushings, Rack and 
Pinion Bushings, Differential Pinion Bushings, Ball Joint End Boots, Tie Rod End Boots, 

Rear Control Arm Bushings, Rear Spring Cushions, and Rear Strut Rod Bushings. All Energy 
bushings are available in red or black. To prevent bushing squeak. Energy says to prep 
parts properly and use the included Prelube 5 to grease when installing. You may have to 
re-grease every 3-5 years depending on driving conditions. 


disfigure these bushings, and your handling 
and control problems can eventually turn into a 
safety issue. 

New replacement rubber bushings are rare 
— if you drive a late-model Vette, you might 
only find rubber bushings for your sway bars. 
So since your only other option is to get used 
rubber bushings from a wrecked Corvette 
(which isn’t the best idea), you should con- 
sider aftermarket bushings. They’re new, they 
give higher performance and longer life com- 
pared to rubber, and save for labor costs, 
they’re pretty affordable. Here’s what you need 
to know. 

CONSTRUCTION 

Automotive bushings can be constructed 
from one of several different materials, depend- 
ing on what the intended use is. Rubber bush- 
ings are factory installed in vehicles world- 
wide, and aftermarket replacements can be 
made of polyurethane, hard plastics, and even 


aluminum. Bushings can be very soft or very 
firm, as explained in our Bushing FAQ section in 
the expanded web version of this story. The fol- 
lowing are the different types of bushings: 

OEM Rubber 

Factory bushings are made of rubber, a 
natural material harvested from certain kinds 
of tropical trees. Rubber bushings are soft, 
around a 60-65 Shore A rating, and they flex 
and rebound as your chassis and suspension 
moves, exhibiting very little noise, vibration, or 
harshness (NVH) in the process. 

However, as mentioned in the intro, those 
same properties make your Corvette less 
responsive during serious performance driving 
or racing. And don’t forget that rubber is bio- 
degradable and will break down over time. 

Polyurethane 

Unlike natural rubber, polyurethane is a 
man-made plastic. This material is both elas- 
tic and strong, and can be formulated to 
be very soft, extremely hard, or anywhere in 



C5 Bushings are available individually 
including: Front Control Arm Bushings CPN 
3.3176, $48), Rear Control Arm Bushings 
CPN 3.3177, $53), Rear Spring Cushions (PN 
3.2140, $13), Front 23mm sway bar bush- 
ings (PN 3.5200, $12), Front 26mm sway 
bar bushings (PN 3.5196, $12), and Tie Rod 
End Boots (PN 9.13101, $3). Like many appli- 
cations including the C6, you must reuse 
the metal parts (shells) on the front and 
rear control arm bushings. 


between. Polyurethane bushing hardness usu- 
ally ranges from just slightly harder than rubber 
(around 70-80 Shore A rating), to firm (around 
80-90 Shore A rating), to very firm (around 
95 Shore A to the harder Shore D rating). 

And unlike rubber, it’s immune to age — and 
contaminant-related breakdown. 
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Just like the C5, the Front Control Arm 
Bushings CPN 3.3176, $48) and Rear Con- 
trol Arm Bushings CPN 3.3177, $53) are 
available separately. Note: front control 
arm bushings are not available for the 
Z06, ZR1, and Grand Sport. 


One of polyurethane’s biggest “drawbacks” 
is its bad reputation from decades ago. Back 
then, poly bushings were in their infancy: they 
were too hard and too harsh-riding, and they 
squeaked incessantly. Thankfully, today’s poly- 
urethane is much more advanced. Many street 
poly bushings are only marginally harder than 
rubber, but retain poly’s quicker response, 
higher load-bearing capacity, better tear 
strength, and stronger abrasion and contami- 
nant resistance. Some companies offer graph- 
ite-impregnated, self-lubricated poly bush- 
ings too, but in most cases, when regular poly 
bushings are installed and maintained cor- 
rectly, they don’t squeak anyway. 

Delrin 

Delrin is an advanced acetal resin — fancy 
talk for plastic. But this is no ordinary plastic: 
it’s a versatile engineering plastic with metal- 
like properties. They include high strength; 
stiffness; fatigue endurance; moisture, gaso- 
line, solvent, and chemical resistance; excellent 
dimensional stability; and a wide temp range. 

Delrin bushings are harder than poly bush- 
ings, and are rated on the hardest Rockwell 
scale. As Delrin effectively bridges the gap 
between plastics and metals, it’s a great option 
for racers who want more hard-core perfor- 
mance, yet don’t want the full-on NVH issues 
of aluminum bushings. And speaking of NVH, 
one cool feature of Delrin bushings is their nat- 
ural lubricity — they’re self-lubricating! 

Aluminum 

Before you dismiss aluminum bushings as 
a crazy, race-only option, remember that early 
C3s actually used aluminum body mounts. Of 
course, they pretty much rode like race cars, 
too. (HEY-OH!) 

Unless you’re looking for stock-replace- 
ment 03 body mounts, your Oorvette should 
only use aluminum for things like high-per- 
formance steering bushings and aftermarket 
bushing sleeves. The stuff’s too damn hard for 
your street or street/strip Oorvette, and Delrin 
or polyurethane have you covered. 

OPERATION 

For a small piece of malleable material, a 
bushing’s job is very complex. 

“Bushings are a critical component of a 
vehicle’s suspension,” starts Energy Suspen- 
sion engineer Ben LaHatt. “They serve multi- 
ple purposes — in fact, in any specific posi- 
tion, three or four different physical demands 
are being placed on these pieces. 

“First, bushings keep the suspension posi- 
tioned correctly to avoid misalignment of the 
wheels. Second, they reduce the movement 



Doug Rippie Motorsports (DRM) has been making Corvettes quicker and faster since 
1992, and has a World Challenge and Corvette Challenge racing pedigree as well. DRM 
is known for getting race car performance out of drivable and street-legal Corvettes, no 
small feat. One way DRM does this is with its aluminum or Delrin steering rack bushings, 
which replace the rubber mount to combat the C5/C6's numb steering feel. At $39.95, 
these provide great bang for the buck. These fit the base Corvette, Z51, and Z06. 



LG Motorsports (LGM) was founded in 1988 by racer Lou Gigliotti during the Corvette 
Challenge series. Its products are a direct result of the racing program, and are tested to 
be the ultimate in performance and reliability for track and street use. The LGM team puts 
this philosophy into everything they do and produce. While items like the Monoball con- 
trol arm housings CPN SKU-1981, $1,795.95) are considered track-only upgrades, LGM offers 
many track-tested parts that work just fine on the street. The Monoball housings fit C5, 
C6, and C7 (including Z06 and ZR1). It is a lightweight aluminum housing with Teflon lined 
bearings for a true alignment and more consistent results on the track. 
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— or deflection — of the suspension com- 
ponents relative to the chassis to main- 
tain proper wheel alignment. Third, they help 
absorb irregularities and imperfections in the 
road, and reduce the harshness that could 
be felt throughout the vehicle. Automotive 
manufacturers spend countless hours devel- 
oping techniques to reduce a vehicle’s Noise, 
Vibration, and Harshness, or NVH. This 
always comes as a compromise of increased 
deflection from rubber bushings in order to 
reduce NVH. 

“And finally, they deal with a hostile environ- 
ment. They’re subject to extreme changes in 
temperature, and exposure to a great num- 
ber of chemicals and foreign materials, while 
still maintaining all the previously mentioned 
characteristics. 

“Bushings alone can completely change the 
driving characteristics of a vehicle, from feeling 
mushy, soft, unpredictable, noisy, and overall 
dangerous, to stable, consistent, predictable, 
quiet, and altogether safer.” 

APPUGATIONS - 
WHArS AVAHJKBLH 
POP YOUR VHTTE 

As is usually the case with aftermarket prod- 
ucts, C4s, C5s, and C6s have the most after- 
market replacement bushings and race-ready 
upgrades. C7 parts are starting to come online 
as well. 

C3s have a decent number of parts avail- 
able, but not as much as the newer cars. 

But due to age, collectibility, and value, C1s 
and C2s just don’t have as many aftermar- 
ket options. However, shops like Art Morri- 
son and Jim Meyer Racing Products will build 
you a custom performance chassis for these 
model years. And while they’re juuussssst a 
tad more expensive than a bushing kit, they’ll 
definitely give your classic Vette 21 st century 
handling, vette 



QA1 is well known for its shock absorb- 
ers, but the Minnesota-based company 
also builds some killer rod ends for seri- 
ous street and race Corvettes. Stock 
suspension bushings can bind, and they 
absorb some of that all-important sus- 
pension feedback needed for opti- 
mum lap times. QAVs two-piece Endura 
X Series rod ends get rid of bind and 
resistance, which allows the suspen- 
sion to work more efficiently. This two- 
piece, ball-and-body design utilizes high- 
strength chromoly steel. This allows them 
to stand up to immense push and pull 
loads (and unexpected side loads) found 
in heavy, link-suspension street and 
track cars like Corvettes. And they self- 
seal and self-lubricate too. 

Advanced FLOW engi- 
neering (aFe) is a man- 
ufacturer of automotive 
cold-air intake systems, 
performance air fil- 
ters, fluid filters, intake 
manifolds, turbocharg- 
ers, programmers, throt- 
tle body spacers, and 
exhaust systems. aFe 
was founded in 1999 
and is headquartered in 
Corona, California. Pfadt 
Race Engineering is now 
part of advanced FLOW 
engineering, and pro- 
duces high-end per- 
formance parts for GM 
vehicles. Among them is the Drag Rear Solid Spherical Control Arm Bearings Set for C5/ 

C6 (PN 460-401002-A) and C6 Z06 (PN 460-401 004- A). Prices start at $1,194 and include 
all 10 rear control arm bushings, which are a mono-ball, spherical joint design to eliminate 
friction and deflection. 6061-T6 aluminum bearing housings feature a Mil Spec, high cor- 
rosion resistant anodizing; CNC machined, heat treated, 17-4 PH stainless steel shafts; 
and CNC machined 6061-T6 articulation spacers. These are highly recommended for 
dedicated track cars, but not for street cars. 





The aFe Control PFADT Series Control Arm Bushing/Sleeve Set feature Aluminum 
sleeves and graphite-impregnated polyurethane bushings. Applications include: C5/C6 
for Base, Z51, GS (PN 470-401001-B, $540) and C6 Z06/ZR1 (PN 470-401002-B, $660). 
These bushings reduce deflection to improve handling while offering a comfortable ride 
suitable for both track and street use. The snap ring and plate system adds strength 
and stiffness to the front upper control arms and eliminates bushing failure. 


56 VETTE 15.11 



IT 

IT 

IT 

THE WORLD^S PREMIER DESTINATION FOR AUTOMOTIVE 
VIDEO CONTENT-MOTORSPORl MOVIES, DOCUMENTARIES, 
ORIGINAL SERIES-AT YOUR FINGERTIPS. 






J DEMAND i 



[TECH] 


KEEPING THE 
CRIMPERS WARM 

WIRING IN ACCESSORIES ON OUR 1972 CORVETTE PROJECT 


BY JEREMY D. CLOUGH 

PHOTOGRAPHY BY THE AUTHOR 



I n our last installment on Scarlett, our 72 coupe project car, we covered using relays and 
distribution blocks to lay the foundation for a solid, easy to service electrical system capa- 
ble of powering whatever accessories we want to add. Now that we’ve almost completed 
the major wiring, we’ll actually miss this stage, with all that grip-strengthening crimping and 
hours of quiet introspection to ask questions like: “Why didn’t I hire this part out?” and 
“Should I have paid more attention in math class?” As usual, Scarlett is living at the 
Athens, Alabama-based Street Shop, Inc., where we’re doing the build. 

This time we’re adding non-factory accessories, some of which are easier than 
others. Although we used multi-pin HES circular connectors from Delphi for the 
engine wiring, when we had other things that needed to go through the fire- 
wall we typically routed them through the original bulkhead, which is 
mounted to the back of the fuse block and has unused slots. Like 
most of the other connections inside the car, the bulkhead uses 
easy-to-find Packard 56 terminals that have a 0.250-inch 
blade and matching female socket that snap easily into 
place in the plastic bulkhead. Using it as our pass- 
through keeps everything looking nominally factory 
as well as eliminating the need to cut extra holes in 
the firewall. 

One of the most important things we added 
was a pair of control boxes from ECPB, whose 
electric wiper and headlight door conversions 
we covered in depth in previous installments, and 
proved a major part of making Scarlett more drive- 
able (ever had to zip-tie your wiper door open? We 
used to, but not anymore). Since ECPB has released 
improved versions of both products, we updated Scarlett 
with the newer units. The newer headlight unit is an attrac- 
tive, rectangular steel box that we hated to hide from view, 
but ultimately mounted out of sight on the rear of the driver-side 

inner fender. The wiper door unit, which is now round in place of their original square aluminum 
unit, bolts easily to the firewall in place of the failure-prone factory vacuum canister. With both 
units, we varied a bit from the standard instructions, which are written for those doing the instal- 
lation without the luxury of having the car completely taken apart. 

We laid aside the squeeze-on taps that are usually used to power the system in favor of wiring 
them directly. For example, since the headlight box draws its power by piggybacking onto one 
of the wires from the floor-mounted dimmer switch, instead of using a tap we cut the terminal 
off the factory wire that plugs into the dimmer switch. We then re-stripped it, twisted it together 
with the new wire and crimped them both into a single new Packard terminal. This was re-seated 
in the factory dimmer switch plug. The other end of the wire, which goes through the firewall to 
where the box is mounted under the hood, was terminated with another Packard terminal and 


plugged 
into the 
bulkhead. We 
handled things 
the same way on the 
underhood side. 

Similarly, since the FAST 
computer we’re using is capa- 
ble of handling Flex Fuel with the 
addition of a GM fuel analysis module, 
we installed the module in a bypass loop 
off the fuel line return and also used the bulk- 
head connector to wire it up to our ECU. In 
these days where you don’t know what you’re 
getting at the fuel pump, letting the engine 
adjust itself to whatever is actually in the tank 
seemed like cheap insurance. Like the head- 
light conversion, we chose the bulkhead as 
our location to get the wires through the fire- 
wall as cleanly and easily as possible. As with 
everything else we’ve done, keep detailed 
notes of what goes where. 

Although we’ll probably add more electri- 
cal components in the future, this installment 
wraps up the wiring for now. By the time you 
read this, we’ll be on to larger, louder parts of 
the build, vette 



m The Flex Fuel module, which we pre- 
viously mounted to the rear of the 
driver-side inner fender, comes with a 
pigtailed Metri Pack connector. As with 
everything else, rather than butt splice 
those wires, we'll remove them from the 
connector and create a new wire with a 
compatible Metri Pack terminal on one end 
and a Packard 56 terminal for the factory 
bulkhead connector on the other. 



A In order to keep the wiring as 
clean as possible, we used the 
factory bulkhead to route added-on wir- 
ing that had to go through the firewall. 
This is the underhood side of our original, 
now-replaced bulkhead. The other half is 
mounted to the back of the fuse block. 
Both use standard Packard 56 terminals 
that are readily available. The underhood side uses male ter- 
minals. The underdash side, female. 
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with either a Metri Pack tool or a jewel- 
er's screwdriver. The male terminals are a 
bit harder to get out. Since the bulkhead 
is packed full of dielectric grease, which 
makes it much harder to work with, we just 
clipped the middle of the tab, pulled out 
the wire, and fished the loose end out of 
the grease. 



Metri Pack and Weather- 
%# O pack connectors are assembled 
the same basic way. While you don't have 
to slide on the rubber wire dress prior to 
stripping the wire, it's a lot easier than 
waiting until you have all those loose cop- 
per strands to snag on things. 



^1 Because this is, after all, a race 
w car, we added an Auto Meter shift 
light. Prior to installing it, we replaced the 
bulb with a much-brighter LED, which will 
also draw less current. The light will be 
activated by the FAST ECU, which has a 
switch-to-ground pin to turn the light on 
when the appropriate rpm is reached. 



Since we all have more electron- 
ics than we did in 1972, we added 
a two-outlet USB charging port and an 
extra factory-style cigar lighter that can 
deliver a whopping 30 amps. Due to the 
high current capability, we powered it with 
a 10-gauge wire routed through our pas- 
senger-side circular connector. Both are 
fused and wired to constant-on power so 
you can charge your phone while the car 
is parked. 


^ There are two sizes of Packard 
%# w crimpers: one for Metri Pack and a 
larger pair for the similar Weatherpack ter- 
minals. They're over $100 each, and worth 
every penny. 



Once the wire has been stripped, 
slide the rubber wire dress forward, 
put the terminal on the end of the wire and 
align it in the crimpers, and squeeze. The 
Weatherpack tool crimps both the wire 
and wire's dress parts of the terminal, and 
ratchets closed so they cannot be released 
until the terminal has been fully crimped. 


Once the terminal is firmly crimped 
in place, seat it in the plastic con- 
nector, and pivot the wire lock part of 
the connector into place. Metri Packs 
use a separate wire lock. While Weather- 
pack components typically use the words 
“shroud" and “tower," they follow the 
common rule that a male terminal goes in a 
female connector and vice versa. 





Since we intended for the shift light 
to be tucked up under the bulge of 
an L88 hood, we'll fab a bracket to locate it 
correctly once the hood is in place. In the 
meantime, we mocked it up and re-termi- 
nated its two wires with a Metri Pack plug, 
and wired a matching plug with one wire 
from our fused power distribution block 
under the hood, and another that goes to 
the ECU. 


The control box for the ECPB elec- 
tric headlight conversion. Although 
it's a shame to hide something that's done 
so well, we mounted it on the rear of the 
driver-side inner fender, close to the fac- 
tory bulkhead that we used to wire it and 
the horn relay, which supplies its power. 
The wires that lead to the actuators (which 
are already installed) will be terminated 
with a single Weatherpack plug. 
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^ A The ECPB electric wiper door conver- 
I b sion bolts into place where the vac- 
uum canister used to sit on the firewall. 

For those who have suffered from the rou- 
tine failures of the vacuum system, the 
ECPB unit is a godsend. While we wired 
the headlight unit directly to the bulkhead, 
we routed the wiper door wiring through a 
four-terminal Weatherpack connector. 




^ 9 In addition to the power, ground, and 
I w trigger wires for the wiper door sys- 
tem, there's also a microswitch that will 
need to be mounted beneath the grille 
just forward of the wiper door. Since we 
already had the original ECPB system 
installed, this will be as easy as unscrew- 
ing the old switch and screwing in the new 
one. If this is a new install, you'll need to 
drill two holes in the grille support, prefera- 
bly using a right angle drill. 



1 yi content with the courtesy lights 
I just working, we decided we wanted 
them to fade out like a modern car rather 
than just cut off. This adjustable American 
Autowire unit does that and allows you to 
adjust the length of time before they go 
out. While the unit comes with a “pigtail" 
of wires, we've replaced that with a Metri 
Pack connector. 



^ f Our biggest problem was how to 
I w mount it, since the module came 
with a dovetail-mounted flat bracket that 
wouldn't really fit anywhere we wanted to 
put it. So we had a bracket welded up to 
hold the dimmer unit. 


1 ^ piece of the sheet steel we started 
I O with, shown with the modified plas- 
tic bracket that slides into a dovetail on 
the module and the finished bracket. While 
the dovetail mount is interesting, it made 
mounting much more complicated. A simple 
tab with a hole would have saved an hour 




^ ^ The module bolted into place under- 
I # neath the dash near the odometer 
knob where it should be accessible but out 
of sight. We wanted to tuck it up out of 
the way, and this is about as far out of the 
way as you're likely to get. 



^ To keep the body of the car looking 
I as clean as possible, we purchased 
this electric antenna conversion kit. It's 
controlled by three wires: a ground, a con- 
stant-on source of power, and a trigger 
wire that usually gets power from the radio 
when it's on. 


or more of fab time. 



[ ECPB 

STREET SHOP, INC. 

706/639-9493 

256/233-5809 

www.ecpb.biz 

www.streetshopinc.com 

FAST 

WAYTEK, INC. 

www.fuelairspark.conn 

www.waytekwire.com 



^ ^ A As is our way, the bullet-type connectors that 
I came on the wires quickly wound up in our box of 
unused wiring components and we re-terminated that 
with a weather-sealed Metri Pack connector. The mod- 
ern-but-vintage-style radio from Antique Automobile Radio 
I that we're using has a trigger wire that's on whenever 
: the radio is on: since we'll often be using an iPod, we'll 
I install a toggle switch on that wire so the antenna isn't 
up unless it needs to be. 



A Prior to installing the new 

h electric antenna, you obvi- 

ously have to remove the old one, 
which is as simple as unscrew- 
ing the mast and unbolting the nut 
that holds the base in place under 
the rear deck. The antenna kit 
comes with a selection of bases, 
and you'll want to make sure the 
one you pick covers the hole. 



We chose the low- 
I est-profile base that 
came with the antenna 
kit. The end result is much 
better than the standard 
screw-on mast, which, 
among other things, always 
has to be removed before 
putting on a car cover. 
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ONE GOOD WRN 

POWER STEERINQ EOR '63 TO '82 OORVETTES 

BY RON CERIDONO 



Uncovered for the first 
time in many years, our 
1963 Corvette split-window has 
been perched on jack stands 
in the corner of our shop. 


ave you ever wondered how 
many early Corvettes are stashed 
away in corners of garages all 
over the country? Maybe their 
owners feel they’re too valuable, 
rare, or fragile to enjoy; perhaps 
compared to a later version they’re just not as 
much fun to drive; and then finding the time to 
work on a project is always difficult. Or, it could 
be the dreaded analysis paralysis— the inabil- 
ity to decide what to do with a vintage Vette. 
Should it be left as-is, restored, turned into a 
restomod? While the mental debate rages on 
that marvelous car just sits. At this point we 
should confess— due to all the excuses above, 
and even a few more— there has been a 1963 
Corvette sitting dormant in our shop for far too 
many years. But that’s about to change. 

We’ve always felt one of our split-window’s 
shortcomings was the steering. Years ago 
the original 300-horse engine’s oil pan was 
swapped for the larger capacity and longer 


340/360 version with trap doors and baffles, 
which required the removal of the stock steer- 
ing damper. At the same time the tie-rod ends 
were moved to the forward holes on the steer- 
ing arms to quicken the steering ratio. While 
the faster steering ratio made the car more 
responsive to driver input, steering effort was 
increased, particularly at low speeds. Thankfully, 
the Peterbilt-size steering wheel helped, but 
what the car really needs is power steering. 

With the larger oil pan on a C2, the origi- 
nal linkage-style power steering won’t fit. That’s 
not a real loss since the OEM-style has little or 
no road feel and more potential for leaks than 
Bruce Jenner’s press agent. Couple that with 
the fact we wanted to keep the large-capacity 
pan and we decided to go looking for an alter- 
native power steering solution. We found it at 
Borgeson Universal. 

Based on modified Delphi 600 series power 
steering gear, Borgeson offers kits for 1 963 
through 1982 Corvettes that were equipped 


with manual or factory power steering. Individ- 
ual parts or complete kits are available— we 
opted for the all-inclusive package that came 
with the steering box, pump, pump brackets, 
hoses, rag joint, and the necessary hardware. 
While the installation procedure varies slightly 
depending on the Vette’s year, in the case 
of our ’63 the only modification necessary 
would have been shortening the splined 
steering column shaft. We said, “would have 
been” because we’ll be installing an ididit tilt 
steering column at a later date that won’t 
require that modification. 

After far too many years of being parked, 
we’ve run out reasons not to drive our ’63 
and it’s on the road to being on the road. It’s 
going to stay stock in some areas and receive 
modifications in others. With the installation 
of power steering completed we’re planning 
additional improvements to make our Vette a 
better driver and more user friendly. After all, 
one good turn deserves another, vette 
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Borgeson Universars integral power steering box is vastly 
superior to the original in every way. After driving a C2 
equipped with a conversion we were convinced our car had to 
have power steering. 


In original power steering applications, a manual box was 
used with a power ram on the centerlink. Steering feel was 
virtually non-existent. 





To quicken 
W O the steer- 
ing ratio, the tie- 
rod ends on our 
car had been 
moved to the for- 
ward holes in the 
steering arms. 

This is also where 
they were located 
with factory power 
steering. 



Removing the pitman arm with the correct puller is much 
more effective than beating on it with a hammer. 
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The frame-side view shows the new mounting bracket that 
has been attached to the modified housing. 


In the original applications, Delphi boxes used hoses with 
w 0-rings. These brass inserts are installed to allow the use 
of hoses with inverted flare fittings. 






To ensure proper placement of the pitman arm, the steering 
gear's sector shaft has double-wide splines in four places. 


^ ^ For our planned engine driven accessories, a triple sheave 
I O crankshaft pulley will be required. This is a stock steel dou- 
ble groove pulley from Vintage Air. Note the two flanged holes. 


Although the replacement power steering box is physically 
larger than the original, there are no clearance issues. 


^ A The pitman arm has corresponding wide splines to match 
I the sector shaft. With the steering gear centered lock-to- 
lock and the wheels pointing straight ahead the pitman arm will 
slide in place and be properly located. 
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^ The third 
I segment 
of the crank 
pulley has two 
holes that reg- 
ister on the pre- 
viously shown 
flanges. Three 
capscrews 
secure the 
assembly to 
the vibration 
damper hub. 



^ E GM has 
I w produced a 
variety of power 
steering pumps, 
some use a 
press-on gear, we 
used the style 
with a keyed 
shaft and reten- 
tion nut. 
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Borgeson's pump brackets are beautifully made and they fit perfectly. 


^ n The bracket with two extensions mounts to the 
I rear of the pump with the supplied bolts. Note 
the adjustment slot. 




Included in the Borgeson kit is a dual sheave 
cast-iron pump pulley that allows for 
various V-belt configurations. 


1 Cl bolts go through the front and rear brackets to attach the 
I w pump to the engine block. The bottom right bolt is where the pump 
pivots to adjust the belt. 
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Here, the pump and the Vintage Air crank and water pump pulleys are in place 
(spoiler alert, we'll be adding air). There's no engine-driven fan as we will be using 
an electric one and the original alternator will be replaced with a CS series one-wire. 
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WHERE, OH WHERE GAN MY BABY BE? 


“I had a girlfriend. We were very 
much in love,” Gary Wise said. They 
had been dating for the past four to 
five years. They were engaged to be 
married. Seventy-two years old in 2015, Wise 
was 33 in 1 977, the day of the tragic wreck. 

“The date was July 23, 1977, a Saturday, 
early evening in Logansport, Indiana. I had a 
’63 Vette and she had the ’62. She said, ‘I 
can probably get home before you.’” The two 
chose separate routes that July evening. Gary 
got home first. He waited for Shirley. But, she 
never showed. 

“I got a phone call from the hospital. She 
lost it on some gravel. The car spun and went 
sideways into a telephone pole. She was 
killed. I said I’m never driving it again. I just had 
it parked there in Mom’s garage.” 

There was a farmhouse where Tim Russell 
found the ’63 Vette, buried in dirt past the side 
pipes on the driver’s side. Wise let the car sit 
for three and a half decades. “It [the garage] 
didn’t have any doors. That’s why all the dust 
came in. It didn’t have a concrete floor - had a 


dirt floor. Groundhogs got under the car.” 

As for the ’62, when Wise got to the scene 
at the corner of Erie Ave. and 1 7th all he found 
were “some pieces laying around.” He “heard it 
went up toward Chicago.” He never wanted to 
see the car again. “I didn’t care. It tore me up.” 

The next day, the Sunday Pharos-Tribune 
carried a story, “City Crash Fatal” with a photo 
of the ’62 Vette and a crowd of people. 

Tim Russell lived in Logansport, Indiana, in 
those days. Fifty-nine now, he was 21 in 1977 


and says he remembers a Corvette wreck, but 
did not link that wreck to a ’63 Vette he had 
“heard about for years” parked at an old farm- 
house outside of town. Ten years ago, Rus- 
sell moved to the same road as this old farm- 
house. He could see the corner of an old 
car jutting out of a garage connected to the 
house. Wise’s mom, 102, still lives there. “I 
knew what it was,” Russell said. 

Wise parked his Corvette convertible the 
day he lost the love of his life. Over the years. 
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RARE FINDS 



Wise turned down offers to buy the ’63. He 
kept the car because the buyers were “not 
serious enough.” They wanted to pay “little or 
nothing,” so Wise “let it sit there” because “it 
wasn’t eating nothing.” 

Then, Tim Russell came along. He was fas- 
cinated with the story and wanted to buy the 
Vette to bring it back to life. He began “hound- 
ing” Wise to sell. “I finally wore him down,” 
Russell said. Wise agreed to sell Tim the ’63. 
Russell was ecstatic, despite the modifications. 

“Even though this car had a short life on 
the road, the 327 and four-speed had been 
replaced with a 283 and Powerglide. I bought 
it from Al Campbell. He converted it over to 
automatic,” Wise said. Apparently, Wise could 
not drive a stick shift. He bought the ’63 in a 
highly modified state. Wise recalled “yellow 
paint,” not stock, as well as a modified front 
end with fixed headlights, “skirts built in” on 
the sides, and rear wheelwell flares. 

Russell spotted “a little bit of scale on 
the frame,” but figured the dirt - which was 
fine powder - helped preserve the metal- 
lic parts of the undercarriage. “It was actually 
in pretty good condition. All the grease zerks 
took grease. I couldn’t believe it. I’ve got it all 
painted now.” 

One day, the ’63 will be finished. A vintage, 

1 970’s modified might have been the way to 
go. Russell preferred a stock rebuild. 

I asked Gary Wise if he wanted to drive the 
car again. “I doubt it,” was what he told me. 

However, when Russell recovered the car 
from the earth, he “could see where he tried 
to work on it a few times to get it running. 

And he said ‘I would just like to drive the 
car again.’” vette 



The engine bay held a 283, 
but a 327 was stock. 



Flares accommodated 
wider wheels and tires. 




\ 


Side pipes were not optional for the '63, but people added them in the 1970s. 
Russell calls this '63 “a victim of the 1970s." 


The interior was originally dark blue, but had been dyed black. Later, Gary 
asked Tim Russell about his old vintage beanbag ashtray, visible here on the 
console. Russell, however, had tossed the old ashtray into the trash. 
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THE FIRST LS-SERIES MUSCLE MOTOR 


T here are many factors that go into the halo of a Corvette. 

Most obvious, of course, is the car’s extraordinary good 
looks. Regardless of the generation, compared to its 
peers of the day, there was nothing else on the road like a 
Corvette. A “Vette” has always stood out. “Performance” 
comes next. 

In 1955, while still dressed in the ’53 Motorama suit, 
the Corvette quietly got a 195hp version of the all-new 265 small- 
block Chevy engine. Even though it was a 40hp bump over the old 
Blue Flame Six, sales of ’55 Corvettes dropped way down from 3,640 
units in 1954 to just 700 in 1955. But 1956 was the breakthrough year 
with an all-new body design that said “goodbye” to the rocky start of 
the Motorama car. Although sales didn’t beat 1954’s numbers, there 
was an interesting new option on the Corvette’s order sheet. The base 
265ci engine was now rated at 210 hp, a nice 15hp increase, but there 
was something new, something never seen before for the Corvette - 
an optional “performance” engine. RPC 469 was the 225hp dual-quad 
setup and only cost $172. And if you wanted even more, the $188 RPC 
449 Special High-Lift Camshaft (the Duntov cam) option on top of RPC 
469, pushed the power up to 240 hp. 

What then happened in 1957 was the big breakout. The little 265 
small-block grew to 283 cid and Duntov unleashed the 283hp fuelie. 
Combined with RPC 684, it was unofficially known as “Duntov’s Racer 
Kit,” and it was the “Z06” of its day. This was the beginning of a pattern 
in Corvette history that, except for the years 1980-’89 and 1997-’00, 
there has always been a “performance” engine option. Yes, the L82s 
of the 1970s were a little soft, but engineers were struggling with other 
issues. The 1990-’95 ZR-1 was hyper expensive, but that was a “com- 
plete car” package. The ’96 330hp LT4 that powered the Grand Sport 
was a “performance” option on all ’96 Corvettes. 

There was no “performance” engine from 1997-’00, but then again 
the new C5 with its all-new 345hp LSI was delivering better than late- 
’60s muscle car-type performance, so no one was looking for a “perfor- 
mance” option. That’s what made the arrival of the 2001 ZOO so spec- 
tacular. Not only was it not expected, it was a new model that delivered 



superior performance above even that of the C4 ZR-1 and cost $20,543 
less, six years after the ZR-1 production ended. The C5 Z06 model was 
so successful and endearing to the hearts of Corvette fans that when 
the C6 came out, after the first look-see was completed, the next ques- 
tion was, “So, where’s the Z06?” The same thing happened when the 
C7 was shown to the public. “There’s going to be a C7 Z06, right?” 

Unlike the original 1963 Z06 (suspension and brake option) that 
was powered by the L34 327 fuelie (available on all ’63 Corvettes), the 
C5 Z06 was a complete package: engine, suspension, brakes, body 
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2015 CORVEnE STIIIQRAY Z51 CONVERTIBLE or $40,000 cash! 


You need not be present to win * Credit Cards accepted 
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St. Jude Church Raffle, 2801 W 6th Street, Erie, PA 16505 • Ph: 814-833-0927 


GET TICKETS 
1 for $10 
3 for $20 
10 for $50 
25 for $1 
120 for $300 
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structure, and body and interior trim, not unlike 
the C4 ZR-1 — just not as extreme. Unlike 
the original Z06, the C5 Z06’s LS6 engine was 
not available in a regular 2001 -’04 Corvette - 
same as the C4 ZR-1 ’s LT5 engine and the C6 
ZOO’S LS7 and C7 ZOO’s supercharged LT4. 
The C5 ZOO’S LSO was the first performance 
version of the new LS-series, all-aluminum 
small-block Chevy engines, and showed just 
how much potential was built into the LSI . For 
the first iteration of the LSO in 2001 there was 
a nice 35hp bump over the base LSI engine, 
to 385 hp, making the 2001 ZOO the quickest, 
fastest Corvette produced to that date. 

The LSO is essentially an enhanced LSI , 
so let’s look at how Chevrolet engineers 
accomplished this. The basic structure of the 
engine is the same as the base LSI . From 
the outside, the only visual change is the red 
engine covers, but inside, every system was 
improved. Starting with the block, small “win- 
dows” were cast between the cylinders to 
improve bay-to-bay breathing and main web 
strength. The LSI engine allows too much air 
into the crankcase, which translates into a par- 
asitic loss of power. The LSO’s pistons are 
a modified version of the LSI ’s that have a 
slight barrel shape, designed to increase effi- 
ciency and reduce internal noise. And they 
are cast in Ml 42 aluminum alloy that is stron- 
ger and more durable than the material used 
on the LSI . Increasing compression is an 
old hot rod trick that still works. Compres- 
sion was increased from 10.1 :1 to 10.5:1 and 
the LSO’s heads now have a new “pent- roof” 
design and the ports were cast with higher tol- 
erances for increased volumetric and ther- 
mal efficiency. The new camshaft is made from 
steel billet with the cam lobes reshaped for 
quicker opening and longer duration. Valves- 
pring rates were increased to handle the addi- 
tional pressure on the camshaft. The LSO’s fuel 
injectors are larger than the LSI ’s and deliver 
an increase of 10 percent over the LSI . In the 
olden days Duntov would have dropped on a 
bigger carburetor, but it’s a fuel-injection world 
now, however, the concept is the same. To 
improve oiling, the PCV valve was relocated in 
the “V” of the engine. The “V” aluminum cover 
has oil baffles and unique tubing. The baffles 
reduce oil consumption and improve the capa- 
bility of the ventilation system during hard cor- 
nering. And lastly, the exhaust manifolds, while 
not tube headers, were redesigned with thin- 
ner walls to reduce weight. 

A little here, and a little there, and the engi- 
neers picked up 35 hp over the base LSI . 

This was actually “Phase 1 ” of the LS6 devel- 
opment. For 2002, engineers coaxed another 
20 hp by removing two small catalytic con- 
verters in the takedown pipes to reduce 
exhaust backpressure and the camshaft lift 
was increased to the largest ever built into 


The LS6 is essentially an enhanced LS1. The basic structure of the 
engine is the same as the base LSI. From the outside, the only visual 
change is the red engine covers, but inside, every system was improved. 


a small-block Chevy engine. This netted a 5 
percent increase of flow through the heads, 
and the valvesprings were again increased in 
strength. The intake and exhaust valves were 
lighter and were now hollow. But the exhaust 
valves were filled with a special liquid alloy 
for better heat transfer. This weight reduction 
resulted in improved high -rev valve seating. 

The mass airflow (MAF) sensor was improved 
by removing the grid-work that had been used 
to smooth out the airflow. And lastly, the air 
cleaner housing was made larger, resulting in 
a 5 percent increase in airflow. Phase 2 maxed 
out the LS6 at 405 hp. Combined with the rest 
of the Z06 package, and in terms of perfor- 
mance, the 2002-’04 Z06s were the best of 
the C5s. 

That’s a general overview of how Chevrolet 
engineers look into each mechanical system of 
an engine to find tiny ways of increasing flow, 
improving efficiency, lightening, and strength- 
ening materials. It’s all an amazing concerto. 


And unlike the olden days, back in 1967- 
’69 when not all 427 Corvettes were created 
equal, but looked the same, only one model 
Corvette had the LS6, the Z06. The LS6 was 
just the “powerplant” part of the overall Z06 
model that included the unique hardtop body 
structure, plus improved brakes, suspension, 
wheels, tires, grille, and mesh vent inserts and 
the addition of side rear brake ducts. Corvette 
fans fell in love with the rear ducts in a way not 
seen since the arrival of the ’67 Stinger 427 
hood. The side brake ducts have become a 
Z06 icon. 

From 2001 to 2004, the ZOO was hailed 
as “The Best Vette Yet!” and indeed it was, 
until the next generation C6 ZOO came along. 
Today, with the C7 ZOO packing 650 hp and 
650 Ib-ft of torque, the C5 Z06’s 405 hp 
doesn’t have the same glow. But all great 
things have to have a beginning, vette 
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ON WEB SALES 
OVER $150 


Whethef you need ports for o 

restoration or just regular service parts 

Volunteer Vette can help. Check us out on line or give 

us o coll for our newest cotolog today. If you can't find it on line or in 

the catalog, just call and ask ..that's what we are here for Celebrating 30 years 

of supplying high qualify parts and advice to Corvette owners everywhere. 







